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Railway Freight Congestion 
— E last week, when British Railways announced that 
. would | ner s S 


it be necessary to curtail the summer service 
ecause of the congestion of freight at many places, there 
is been a marked change in the first public reaction to th 
iNouncement. From disappointment and criticism the 
lecision to lop a fortnight off the beginning and the end o 


the period of the summet ittention has become 
ocused on the shortage ot in the operating 
rades Which occasioned the step by the Railw 1) Executive 
It has become widely appreciated that nN eXtraneous 
o any that the Executive itself can take must 
vith a view to making good the deficiencies in 
similar. stafl In the meantime, the 
sased a good deal over the weekend as the result of intensive 
vorking. Some assistance was obtained trom the fact that. 
or the first ttme for some months, there was no 


services, 


manpowel 


ALIA 
| 

be considered 

footplate and 


Ireignt posit lOn Was 


Saturday 


vorking at the collieries. It has been estimated in the 
past that the Saturday shitts require about 10,000 wagons to 
remove the coal produced t some centres it has been pos- 


sible to remove or reduce the restrictions on the acceptance 
of traffic. The incidence of holidays both in the mines and 
ther industries may tend to reduce the amount of traffic 
forthcoming over the next three months, and during this 
time the most strenuous efforts are to be made to cleat 
iccumulations of freight so that a clean start can be made 
n the autumn. = Nevertheless, the success of this effort must 
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be dependent ultimately on the number of men available 
to work the trains. Until that problem has been overcome 
there can be no optimism as to the freight position next 
autumn 


British and American Railways 


7) LSEWHERE in this issue is published a letter | 

Mr. John Elliot, Chairman of the Railway Execu- 
tive, referring to an editorial note in our June | tssue in 
given at 


which we commented on an interview he had 


rom 


Southampton on his return from the United States. Mr. 
tlliot confirms our suspicion was well founded that the 
eport of his remark suffered in the condensation which 


often necessary in the daily press because of shortage 
f space. He points out that he referred in the first place 
to the fact that in America there has not been the limita- 


materials, or 
With 
al that in a progressive and 
is the | 
allway system 


tion on capital axpehditure, the shortage ol 
which afflict British 


is Dut 


the manpower pfoblem railways 
these advantages. tf natu 


2 economy such nited States greai 
There the 
intensive road and 


the steps 


strides have been made in its 


major problems have been meeting 
ur Competition, and ali credit is due to them fot 


they have taken in providing passenger amenities to oitset 
s facto It is difficult to make a clear-cut comparison 
yetween any two railw systems in different parts of the 
world, for the conditions of operation usually are dis- 
simila British railways, quite apart from the disabilities 
om which they have been suffering since the beginning 
the w subject to more intensive and comp'ex 
operation than any others 


Aid for the Thailand Railways 


bine Economic Co-operation Administration has author- 
United States aid tunds 





sed the use of $1,064,500 tn 
( sist the Roval State Railwavs of Thaithind to maintain 
‘ 7 ri ! | = ‘ Lice | 
ts rolling stock This is an emergency project. additional 
to a long-term plan for the reconstruction and moderni- 
tion of th ilway's Workshops, for which part ol 
$3,000,000 loan by the International Bank for Reconstruc- 


tion & Development used A turther sum of 


being 


18.000 from E.C.A. funds has been authorised to send two 
American railway specialists to advise and assist the Thai 
Government on LtiW problems, and an American rail- 

iccountant to introduce mode! methods of cost- 


eeping, accounting and depreciation control. The E.C.A 
of wagon wheels, axles, boiler 


inds will cover the purchase 


stays, iron bars, steel plates, sheets, rivets, angles, channels, 


ind miscellaneous repair materials. The system. which is 
2.045 miles long, all metre-gauge, operates with 367 steam 
ocomotives, 15 diesel and diesel-electric locomotives, 494 
coaches and 5,740 wagons. War damage and ordinary weat 


ind tear have put some 150 locomotives and 1,500 wagons 


rut Ol S reported that 100 locomotives 
ind 1,000 major repairs Phe railway 
Makasan shops, near Bangkok, to 
Bombing in 1944 left more 
than half the buildings and machinery destroyed or seriously 
rebuilt) and with 


COMMISSLON: 


and it 
Wagons require 
lepends on its central 
maintain its rolling stock 

iged These are to be 


the I.B.R.D 





modernised 


tim 


oan 


Con! Problems 


T He National Coal Board eport Lo that 

output was 2041 million tons, 1-4 million tons more 
than in 1949: this was offset by a rise in total home 
consumption (allowing for a decrease in export and bunker 
tonnage) of +6 tons. Stocks therefore fell by 
three million 1 slow start was made tn increasing the 
\ itp ui 240 tons by 1961, as envisaged in the 
N.C.B. fifteen-year plan published last November: and the 
necessary imporis of coal from U.S.A. bear heavily on the 
vational economy. Falling manpower, despite an increase 
in output per man, and increasing consumption are likely 
to be serious problems for some time, even although a 
crisis such as last winter's may not re-occur. The effects of 
| this on the railways are bad in various wavs, such as 


1950 shows 


million 


tons 
riy outynut to 


Ved 


a 
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the passenger train cuts earlier this year and the present 
difficulties in South Wales due to the import of coal 
through ports built for export and to the re-orientation 
generally of coal despatches. The railways moreover have 
had dilficulty at times in moving coal from pitheads, and 
the N.C.B. policy is to divert coal transport to the roads 
where practicable. The Board’s financial results for 1950 
are rather happier; a surplus of £8°3 million (less than fo 
1949) reduced the deficit to £4 million, but it does not seem 
that the factors causing the reduction in surplus have 
ceased to operate. 


Railway Manpower Economy 
HE “etliciency committee ~ of Railway Executive and 
trades union representatives, set up last February to 
devise Means of effecting manpower and other economies, 
has lost little time in reaching agreement on certain points. 
The most conclusive of its findings (which are given in 
detail on other pages this week) is that concerning the 
“ knocking-up ” of footplate staff, which practice is at last 
to cease in a few weeks’ time. 
agreement on the largely redundant van guards in the 
London area. This question is linked with the general 
question of the cartage of parcels in London, which still is 
being examined; one factor is the now alarming amount of 
pilfering. As to lodging turns for train crews, restriction of 
which has been a main obstacle (o manpower economy and 
to efliciency generally in operating, the committee can 
only report that an understanding has been reached, adding 
that the whole complex problem cannot be solved quickly 
In the present manpower crisis in train operation it is, 
however, a matter for thankfulness that some sort ol 
working agreement has been achieved. 


There is also a measure of 


Overseas Railway Traffics 
OTH gross earnings and working expenses of the Cana- 
dian Pacific Railway continued to advance during 
April and the net result for the month showed a £230,000 
improvement at £877,000. Gross earnings at £11,648,000 
were £1,721,000 higher, and working expenses, which 
amounted to £10,771,000, compared with £9,281,000 for the 
same four weeks in 1950. In the 17 weeks since January | 
C.P.R. aggregate gross earnings had advanced by 
£6.731,000 to £44,384,000 and net earnings were up by 
£1,801,000 at £2,902,000. During the financial year ended 
March 31, Gold Coast Railway traffics made a total 1m- 
provement by £333,187 to £3,141,271, after a £29,182 
increase to £288,386 in the month of March. Victorian 
Railways receipts for February were £87,111 lower at 
£1,739,845 as compared with the equivalent month last 
year. Electric street railway tratfics were slightly higher at 
£7,458, but road motor and railway receipts fell by £189 
ind £87,053, to £1.484 and £1,730,903, respectively 


British Transport Commission Statistics 


Pn from the general question of the volume and 
flow of British Railways freight traffic discussed by 
a correspondent in our last week’s issue, the most notable 
feature of the statistics for Period 4, in view of present 
operating difficulties, is the drop in mineral traffic; total 
tonnage of mineral traffic for this was less than for each 
of the first three periods of 1951, and also less than for 
Period 4 of last year, though the decline was only in the 
North Eastern and Scottish Regions. Coal and coke ton 
nage was down on Period 3 (perhaps because of the inci- 
dence of Easter) but also on Period 2, though in view of the 
known increased colliery output the total increase of 6 pet 
cent. (10 per cent. in the London Midland Region) over 
last year was to be expected. The Easter holiday precludes 
true Comparison in passenger traffic; the aggregate of pas- 
senger journeys for the first three calendar months of 1951 
is very slightly below last year’s, with an inexplicable in- 
crease of +5 per cent. in the Scottish Region. The “ effi- 
ciency statistics” showed little change. 
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Eastbourne Meeting of 1.U.R. Committees 


TPHE success of the International Union of Rai 

committee meetings held recently at Eastbourne, h 
British Railways as the host administration, is a matte: 
congratulation, and not least to the organisers. The m 
tude and scope of the agenda are apparent in the ac 
given elsewhere in this issue. It is significant that 1 
attention was paid to methods of traffic handling suc 
palletisation, now the object of widespread researc! { 
discussion, to refrigerator and insulated wagons, to road- 
and-rail competition and co-operation in internat 
passenger and goods traffic, and to many aspects of e!| 
traction. The growing importance of traffic betwee 
Continent and Great Britain is shown by the British ¢ 
manship of the committee dealing with comme 
questions of international passenger traffic, and by the 
cussion of conditions governing the running over B 
railways of wagons from the Continent by one or oth 
the train ferries. Conversely, the 1.U.R., with its Lo 
plays an important part—inevitably in comm 
more than in technical matters—in British Rai 
ctivities 


oitice, 


A Measure of Industrial Progress 


7™ year the British Standards Institution attau 

‘olden jubilee, and to mark the event an exhib 
supported by 50 collaborating industries will be held a 
Science Museum at South Kensington during the two w 
commencing June 18. Although the exhibition will be ess 
tially technical in character, modern methods are being u 
to ensure an attractive display, with the standardisat 
practice of each industry presented with the maxim 
clarity. There will be an important railway exhibit cons 
ng of more than 30 separate items. These will be divi 
into three sections, covering civil and mechanical engin« 
ng and signalling, where the application of standards 
be represented by examples of equipment and photograp 
displays. Exhibits will demonstrate old and new signa! 
ds and show examples of modern permanent way 
rolling stock practice. 





Ihe Case for 50-cycle Traction 


T™ impetus given by French engineers to the devel 
ment of electric traction at 50 cycles ts well known a 
widely admired. Two articles this week give the reaso: 
for the special interest which this subject has for Fran 
id one of them will be continued in a future issue wit! 
review of the technical problems involved. The equipms 
of the S.N.C.F. line from Aix-les-Bains to La Roch 
sur-Foron on which the 50-cycle experiments are taki 
lace was described in our issue of February 24, 1950 
owed by descriptions of the first of the prototype loc 
motives and of the methods of tackling the 50-cycle pre 
lem favoured by the builders of its electrical equipment 
our December 29, 1950, and May 18, 
ti\ 


1951, issues resp 

ely. Attractive as the system undoubtedly 1s, it is view 

ith caution in some quarters, often because of doubts 

to whether the etlect of the traction load on the three-pha 
network would cause as little trouble as is anticipated by + 
French engineers. The degree of disturbance presumabl 
would depend on the ratio between the total and the tracti 

loads, so that local conditions might cause other systems 

be preferred. 


4 ** One-Piece” Van 


A LEADING American freight wagon manufacture 
undertook an intensive research programme 
investigate methods of producing a van in which grea 
strength and lightness would be combined. The result 
the Unicel van, described elsewhere in this issue, in whic 
three modern engineering ideas are incorporated: lam 
nated wood to save steel and reduce weight; a continuo 
moulded shape, for strength, and an improved shock 
absorbing system. The prototype has been subjected t: 
rigorous tests and proved its far greater capacity to with 
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‘and impact forces than the conventional steel freight 
igon. Much of the 30 per cent. saving in weight is 
‘hieved by dispensing with the heavy underframe centre 
sill, made possible by the “ moulded-unit™ principle of 
construction, similar to that used in modern aircraft; the 
nicel body supports both its load and itself. The lack of 
ipporting pillars or cross-members, and the thin walls and 
eater length provide greater load capacity than in ordi- 
iry vans. 


seen Through the Driver’s Eyes 
LTHOUGH the desirability of hearing the driver's 
point of view has been pointed out from time to time 
) discussions at the Institution of Railway Signal Engi- 
eers, only on rare occasions has a driver spoken there. 
The film shown by the new President, Mr. S. Williams, 
signal & Telecommunications Engineer, London Midland 
Region, when delivering his inaugural address, is therefore 
of considerable interest. Whatever signals are provided, 
nd however excellent the signal engineer may consider 
hem, it is those to whom their messages apply who are 
srimarily concerned with them, and for whom good visi- 
ility at all times and capacity for being read quickly 
nd accurately are of paramount importance. The need to 
year this constantly in mind was stressed by Mr. Williams, 
ind to give additional emphasis to his remarks he exhibited 
film showing typical signal locations of various types, as 
een from the footplate of the “ Royal Scot” between 
{London and Carlisle. This gave an excellent insight into 
he task that falls on the drivers of such fast trains and 
howed how imperative it was that everything reasonably 
racticable should be done to facilitate it, as it had to be 
carried out no matter how bad the weather conditions. 
Mr. Williams has for long been a consistent advocate of 
colour-light distant signals and automatic train control. 


Side-Tank Engines for the Sudan 
EADY to be delivered to the Sudan Railways in the 
near future are ten saturated 0-6-0 tank engines built 
by the Hunslet Engine Co. Ltd. These locomotives are 
equired for heavy shunting work in goods yards and in 
station sidings. Due to bad water, and with a view to pro- 
iding ample space for the removal of scale during boiler 
vashout, the number of tubes has been restricted in this 
This has been done so that the bottoms of the tube- 
plates are clear of tubes, giving additional space between 
he bottom row of tubes and the boiler barrel. In addition 
18 washout plugs have been provided, together with fou 
nudhole doors; the boiler and firebox have been lagged 
vith magnesia blocks. The cab root is fitted with a ven 
tilator, and the roof extends over the cab, | ft. 1} in. on 
Holes are provided in the front and rear weather 
instead of the usual windows. The locomotives, 
vhich are described and illustrated elsewhere in this issue, 
ire being despatched fully erected to Port Sudan 


case 


each side. 
yoards 


The Ubiquitous Halfpenny 
-” recent weeks the halfpenny has become of some im- 
portance to the regular traveller. Without a supply of 
these coins he may find that buying his morning and even- 
ing papers takes longer than the split seconds he allots it 
in his tight schedules between home, office, and train, and 
rewsvendors do their best to discourage asking for change 
ry adding a significant “thank you” on their placards 
announcing the increase. From last week a halfpenny has 
been added to the price of a cup of tea at railway refresh- 
nent rooms and in trains, which now costs threepence 
halfpenny. On_ the day the Postmaster-General 
innounced his intention of adding the ubiquitous halfpenny 
to certain telegraph charges. and London hairdressers fore- 
cast a still steeper increase in the cost of their services. A 
British Railways official quoted in the press neatly side- 
stepped criticism of the dearer cup of tea by laying it at the 
door of the Hotels Executive. No strong public reaction is 
reported, however, and it ts likely that travelling tea 
drinkers have resolved to alford their indulgence by send- 
ng shorter telegrams and letting their hair grow longet 


same 
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Railway Efficiency and Charges 
EFENCE of nationalised transport and ot British 


Railways in particular is the theme of the paper 
Transport Efficiency and Levels of Charges” read this 
week to the Institute of Transport Congress at Torquay by 
Sir William Wood, a Past President of the Institute and 
«a Member of the British Transport Commission. Reviewing 
ihe railway amalgamations of 1923 and nationalisation in 
1948, he reiterates his statement made in 1933, that “the 
nature of a railway business, with its almost universal 
public contacts, and the need for equality of treatment ot 
its patrons alone made it desirable that there should be 
real fusion” of the undertakings concerned, as against 
mere unity of ownership at the top as is common and (he 
udds) often preferable in amalgamation of other business 
undertakings. As regards both 1923 and 1948, he stresses 
the advantages of tusion in a railway amalgamation: cen- 
tralised purchasing, standardisation, and fusion of over- 
lapping commercial organisations. He points out, however, 
that railway charges policy, as distinct from its applica- 
tion, was necessarily centralised by the four main-line com- 
panies “for the simple reason that like treatment for 
ill . has been inherent in the laws governing railway 
[00 years.” Each of the four companies 
Secured great economies between 1923 and the outbreak of 
war in 1939, and could undertake large-scale developments 
as a result of the fusion of its component railway systems. 
In 1939 the railways of Britain * had reached the highest 
degree of elliciency in their long history.’ In support of 
this view Sir William Wood refers to the annual reviews of 
the Railway Rates Tribunal covering the years 1923-39; at 
each review the onus lay with the railway companies to 
show that they had conducted their affairs efficiently, “ and 
at cach review that was proved ”; but the efficiency of 1939 
cannot be restored until arrears of maintenance and capital 
developments accruing since the outbreak of war have 
been made up. There is some analogy between the situa- 
tion now and in the years following amalgamation. During 
the latter, however, the very extensive re-equipment of their 
facilities by the main-line companies not only enabled them 
to deal successfully with wartime traffic, but also turn over 
much of their workshop capacity to armament. The disad- 
vantages of amalgamation now as 25 years ago are the risk 
losing local commercial contacts, and “ circumlocu- 
tion,’ both inherent in a large organisation which “ sells a 
service and not a physical commodity.” Regarding fusion 
of commercial services, Sir William Wood looks forward 
to a common commercial service for B.T.C. activities, par- 
ticularly for British Railways and British Road Services; a 
start already has been made in East Anglia, where a joint 
organisation was set up some months ago. 

Much of the paper is devoted to dealing with criticisms 
of the railways, which sometimes refer to specific activities 
ind the way can be achieved (provided the 
restriction on capital permits) or to the rise in the costs 
of rail transport as due to wasteful management. As to 
the latter, Sir William Wood quotes the relevant figures: 
increases over the 1938 level of 135 per cent. in wages and 
material prices, against 100 per cent. in railway charges after 
the freight rate increases last April. After dealing in 
detail with some adverse criticisms based on faulty statis- 
tical data, he discusses criticism of British Railways pas- 


senger He quotes figures, showing efliciency in 


charges tor over 


f 


Or 


economies 


services 


train and station working, of the average miles per 
train-hour of all steam passenger trains: 12:79 in 1920 


(the first year for which the figure is available); 14°47 in 


1938: and 1412 in 1950. He admits that “ selected trains ~ 
may be slower now than 40 or 50 years ago; and the 
relatively high figure tor 1950 may be due in part to 


suspension of some branch and miain-line stopping trains, 
though more efficient operating generally certainly contri- 
buted. In answer to allegations that passenger tratlic is 
deserting the railways he gives figures of increases since 
1938 in passenger-miles (as opposed to passenger-journeys) 
and in the number of passengers per train (both of which 
are partly due to some loss of short-distance traffic to the 
roads, though train-miles decreased). He also draws atten- 
tion to the growth of mails and parcels traffic, which has its 
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effect on passenger train running by increasing certain 
station times, and also by justifying retention of some 
services Which convey tew passengers. 

A statement that the railways were losing money tor a 


the 


generation before war is-rebutted: in the eleven years 
before the war the net revenue of the four main-line rail- 
ways averaged £35°4 million (the amount payable ‘yearly 
to the former shareholders by the B.T.C. is £27°8 million) 


and during that period no less than £185 million was spent 
on major renewals and £75 million on additional capital 


improvements Dealing with economies eilected since 
nationalisation, he gives a timely reminder that ~ those 
readily measured by monetary figures ~ amount to some 


£12°5 million a year, besides those derived frem the aboli- 
tion of privately-owned coal wagons, and so on. Against 
this, there are rising prices and the ti ne-lag between such 


rises and Governinental authority for > Commission to 





raise its charges, which have been much discussed in recent 
months The question of closing redundant branch lines 
and the famiiiar allegations of excessive stall on the rail 
Ways are disposed of, the tormer by giving the 
facts regarding the work done by the Railway Executive, 
and the latter by quoting comparative figures of pre-wat 

though, in the light of post-war wage increases, it is perhay 


surprising that whereas Wages ure now some 60 per cent. ol 
British Railways costs, the proportion for the L.M.S.R 
between the wars averaged 65-69 per cent 

The situation as regards railway efficiency and charges 
is summarised by Sir William Wood in a reply to criticisms 
ol high charges It cannot, he maintains, be claimed that 
the railways were not efficient before the war, as the revers 


successors Of the 


methods 


was proved to the Rates Tribunal. The 
railway compan 
the thei 
im expenditure 


eS Nave mucn the same 


level of ch ipges over Dre-W is less than the rise 


Parliament and Nationalised 


7 HAT the 


Transport 


present degree of control which Parliament 


can exercis@é over nationalised transport is insulficien 
is the opinion of Mr. David Renton, National-Liberal and 
Conservative M.P. for Huntingdonshire, expressed tn his 
paper yesterday to the Institute of Transport Congre 
There are three principal ways of exerting such control 
questions in House of Commons, discussion in debates 
and voting in the division lobbies. Mr. Renton does no 


consider the Transport Consultative Committees as elements 


in Parliamentary control, as they ppointed by the 
Minister, and not democratically elected he writing of 
letters by individual M.Ps. to the Chairman ot the British 


a 


substitu 


Transport Commission, as a 


yr questions in the 
fouse. he 


considers 1eSsS etlicac OuUSs., partly 
‘lacks the vital spur of publicity 
the Parliamentary 


nationalised transport, Mr 


because such 
correspondence * 

The great defect in 
means of controlling 


question as 


Renton 


considers, is the anomaly that the Post Otlice and the earlier 
utilities (coal, electricity, and so on) to be nationalised 
are the legitimate subject of questions to the Minister 
responsible, even on matters of the greatest detail. In the 
case of the undertakings nationalised under the Act of 
1947. Members have had difliculty both in getting thei 
questions accepted at the Table of the House of Commons 
and, when the question once is accepted, in eliciting from 
the Minister any reply other than an indication that the 
matter is one for the B.T.€ despite one or two gambits 


1 the House ot 
generally confined to 


which effective. Questions 1 


Commons 


no 


on 


are longer 


transport topics are 


occasional matters of general importance and to those 
= =e business of the House, such as the date of 
issue of the B.T.C. annual report 


A fair porch a is given, in Mr. Renton’s opinion, tor 
debates, but more is needed, especially if nationalisation 
is to be carried still further in pursuance of the Act. The 
chief debates since nationalisation have been on the B.T.¢ 

annual reports for 1948 and 1949, on two prayers to annul 
the regulations of the Minister of Transport to increase 
freight. charges. and on the Transport (Amendment) Bill, 
the last a private Bill. Mr. Renton emphasises that the 


‘AY 


IZETTE 15, 19 


June 


time 
annual 


illotted to debating the Commission’s reports (the b 
opportunity for the Commons to review natio! 
ised transport) does not give an opportunity for Gove 
ment spokesmen to deal with the many queries raised 

to furnish all the information required by the House 

on to describe briefly how the Opposit 
the various divisions on transport matt 


nen oes 


has voted in 





since nationalisation, and points out that in questions 
nationalised transport the Lords have not been active 
For this lack of Parliamentary control over national 
undertakings Mr. Renton suggests us a remedy gre 
Minis | responsibility in the matter of questions, 


the necessity tor a Select Committee to examine their rep 
d accounts. He his demand for closer cot 
ly on the view ‘the fear of financial loss does 


bases 
that 


have the effect it once had “—for which allegation the 
ly no evidence, as is apparent from the staten 
»\ officers of the B.T and its Executives so often reco) 


hese pages 


Whether the prospect of appearing bet 


: ominittee Would make Members of the B.T.C 
their principal officers * nervous,” as Mr. Herbert Mort 
has suggested, is doubtful, but it would certainly take th 
Will om the duties in which they are already 
Electric Traction Trends in France 
f' W electrification events of recent years have arot 
lore widespread 1 nterest than the post-war actly 
French National Railways. Both the motive px 
developments tor the Paris-Lyons scheme and the whi 
conception of the present experiments with 50-cycle t 


Lid promise to have a Widespread influence on electril 
The Railway Students’ 
Economics & Political 


hearing during 


ys elsewhere 


{ Associat 
l do School ot 


Science) 
te therefore recent Paris ¢ 


Its 


' " val , lion 
yn (reported in our June | 


( issue) a paper on ™ Elect 
Fraction as Applied to S.N.C.F. Main-Line Passenger 
I t Train Operation ~ by M. Marcel Garreau, He 
( lectric Traction Division S.N.C.1 In a preli 
eview of development, M. Garreau said that 
1920 to adopt cic. at 1.500 V. was dictated 
problems associated with single-phase trac 
but also by the policy of letting railway elect 
expand in step with the growth of the 50-c) 
distribution network, rather than limiting it 
cular areas where power could be generated at | 
A iv 
\t the present ume 2.380 miles of main line are elect 
( 1,500 V. dic. and 125 miles of suburban routes ai 
intain railways at 600 to 800 V. d.c.. representing | 
per cent. of the whole S.N.C.F. system [his milea 
portion is not the significant figure. however. but tl 
ict that electrified lines carry 24 per cent. of the tot 
‘ M. Garreau showed that every effort is made 
O ¢ t additional traffic to electrified lines so as to ol 
) the Maximum return on the investment, quoting U 
tion to handle ordinary and express freight. now pass 
1g via Nevers, on the Paris-Lyons main line when its cot 


version is compieted, and eventually to transfer all freig 
rafic now running on the right bank of the River Rho 





the left bank when electrification is extended from Lv« 
Vlarseilles. 
‘ctric locomotive design is governed by the heavy loa 
hauled, about 


S 


1.200 tons being normal for freight 
and 800 to 850 tons for passenger trains. A large 
stock of Bo-Bo locomotives. some 600 in round figures. 


it work, 


and this type is the one generally adopted { 
reight 


and secondary passenger duties. The class no 
ndardised has articulated bogies carrying the bulfing an 
wgear, and in its electrical 


characteristics shows tl 


LO! 


results of continuous and original development work aimed 


increasing the speed range 
ivailable. 


over Which 


full output 
These machines qualify fully 


for the designatio 


nixed traffic” in that they can develop their maxi 
mum power when running at 60 m.p.h. as well as at 3 
m.p.h. M. Garreau compared this with the limitation o! 
full output in the largest previous class of Bo-Bo loco- 
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motives to the range of speeds between 30 and 40 m.p.h., 
and referred briefly to the use of compensating windings 
in the motors to permit the high degree of field-weakening 
from which the improved characteristics are derived. 

in spite of the excellent performance of the 2-D-2 express 
locomotives, future policy is to build only power-bogie 
tvpes in which the whole weight is used for adhesion. No 
more of the 2-D-2 series will be built, but 43 new Co-Co 
michines similar to the prototype high-speed locomotive 
W that wheel arrangement are under construc- 
ti Their continuous rating of 4,000 h.p. is lower than 
thet of the latest 2-D-2 class, but is considered adequate 
fo: all the needs of the S.N.C.F. Development of high- 
speed designs with the Bo-Bo wheel arrangement is pro- 
ceding with the object of providing the necessary operat- 
ine characteristics within a weight of 80 tons (the proto- 
tvne high-speed Co-Co weighs 104 tons). 


\n interesting comment on_ electric locomotive 


design was contained in M. Garreau’s concluding re- 
marks on the present experiments with 50-cycle traction in 
France. The construction of new prototypes for 1,500 V. 
dc. might seem at variance with the administration’s faith in 


the 50-cycle system, but mechanical problems predominate 
in the evolution of high-speed Bo-Bo locomotives, and at 
present it is only on direct current lines that the mechanical 
design can be put to practical test. In years to come the 
experience so gained will be available if required for build- 
ing single-phase machines with a similar performance 


Mail by Rail 

TNDER the title “ Mail by Rail” Mr. B. A. Long and 

' Professor W. J. Dennis have written a book on the 
U.S.A. Postal Transportation Service. The authors were 

lway amail clerks at one time. Mr. Long is now 
Associate Editor of Transit Postmark, and his collaborator 

Professor of Spanish and Latin-American History at 
Parsons College, lowa. Primarily their book is concerned 
with the staff who sort the mail in the travelling post 
ollices. These men, to the number of 28,000, are now 
members of the National Postal Transport Association. 
which has offices in Washington and publishes its own 
igazine, The Postal Transport Journal. 

The oldest railway post office in the United States has 
been run between Chicago and Omaha by the Chicago 
North Western Railway for 86 years. The longest run 
of the “ R.P.O.” is 1,169 miles over the Great Northern 
from Williston, North Dakota, to Seattle The largest 

R.P.O. * train is worked by the New York Central between 
Chicago and Cleveland with 25 sorting clerks on board. 
Altogether, some 3.000 “ R.P.O.~ cars are operated on 800 
routes, covering 205,000,000 miles a year. Among a number 
of interesting illustrations is one showing clerks working in 
a car travelling at 60 m.p.h. Even better, however, is a 
reproduction of a scale drawing showing the interior of 
the “ Twentieth Century Limited” railway post office 
between New York and Chicago. 

One of the best chapters deals with British travelling 
post offices. These differ in many ways from American 
postal cars. We are told that only on our “ T.P.O.” lines 
are provided (1) facilities for sorting all types and sizes 
o{ mail in separate cases; (2) automatic apparatus which 
simultaneously catches and dispatches up to 1,200 lb. of 
mail at fu'l speed: and (3) the ultimate in safe and com- 
fortably furnished mail cars. 

There is a crisply written account of a trip on the 
*‘Down/Up Special ” of the Midland and Scottish Regions 
of British Railways between Euston and Aberdeen. 
Another pleasing reference is to the Great Western “ Ghost 
Train ”, with 40 sorters working “some 1.000 letter bags 
on a 325 mile journey’, from Paddington to Penzance. 
Mr. Long winds up with the compliment that, since 
Britain’s and the world’s first “ T.P.0O.” was inaugurated 
on January 6, 1838, its railway mail services have given 
112 years of magnificent service to the public. 


** Mail by Rail."" By Bryant A. Long and William J. 
lished by the Simmons-Boardman Publishing Co. Ltd., 
York Price $4.95 


Dennis. Pub- 
30, Church Street, New 
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The Scope of British Railways 
(By a Correspondent) 
TATEMENTS have been published freely of late to 
the effect that British Railways perform more work 
than the former private companies did before the war. 
The proof offered for this proposition is a comparison of 
1950 statistics with 1938, which was a poor year for trade 
generally, and a particularly bad one for the railways. 
In contrast, 1937 was the last reasonably good year the 
companies had before they came under Government con- 
trol. Its operating results therefore give a fair measure 
of the capabilities of the railways under private enterprise 
and will stand comparison with the performance of British 
Railways in 1950. 
Table | sets out nine significant statistics for the two 
years and indicates a decrease in 1950 under every head 
except one. 


TABLE |! 
Decrease Decrease 
Item 1950 from 1937 per cent 
Passenger journeys originating 313,700,000 24 
2. Coaching train-miles 40,700,000 14 
3. Coaching shunting-miles 2,084,000 12 
4. Coaching engine-hours 3,207,000 13 
5S. Freight tonnage originating 16,033,000 5 
6. Wagon-miles 273,043,000 5 
Freight train-miles Inc 707,000 nce. O'S 
8. Freight shunting-miles 12,067,000 it 
9. Freight engine-hours 1,202,000 3 


[he first four items show conclusively that British Rail- 
ways have done less passenger transport, and at present 
there is no sign of a recovery in this branch of business 
In January and February another 1,288,000 passengers dis- 
appeared, with a loss in receipts of £611,000. 

here is no sign either of extra freight tratlic developing. 
In 1950 British Railways carried 2} million tons more mer- 
chandise, and 14 million tons more minerals, but 21 
million tons less coal than were hauled in 1937. The posi- 
tion is far from being static. In particular the forwardings 
of merchandise have declined each year since nationalisa- 
tion at an accelerating rate. The 1950 tonnage was 949,000 
tons below 1949, a decrease of 1°8 per cent. This brought 
the decrease since 1947 to 2,500,000 tons (4°5 per gent.). In 
the first 12 weeks of 1951 there was a further loss of 
465,000 tons (3:6 per cent.). Unless this trend changes, 
the most valuable tonnage handled by British Railways 
will be down to the 1937 level before long. 

[he originating tonnage of minerals was lower in 1950 
by 160,000 tons (0:3 per cent.) and again in the 12 weeks 
of 1951 by 236,000 tons (1'7 per cent.). A large share of 
these heavy traffics passes to iron and steel works, where 
Government spokesmen say production will be less this 
year. It therefore seems probable that mineral forwardings 
have passed their peak. [To some extent coal saved the 
situation last year with an increase of 2,713,000 tons (1-7 
per cent.). A setback occurred in the first 12 weeks of 
1951 when the tonnage of coal put on rail went down by 
343,000 tons (0°9 per cent.). Judging by traffic receipts, 
the next period to April 22 was better, but there is no 
certainty of a steady growth in output from the coal 
mining industry. 


When we turn to net ton-miles and statistics derived 
from them, we find substantial increases in 1950 over 
1937, as shown in Table 2. 

TABLE 2 
Increase Increase 
1950 over 1937 per cent 
Net ton-miles 3,737,000,000 20 
Length of haul (miles) - ‘ 16 24 
Train load (tons) ‘ : 27 20 
Net ton-miles per train engine-hour 127 13 


From the two sets of statistics, only one important item 
of fresh work falling on British Railways emerges—the 
haulage of the average ton of freight traffic for 16 miles 
further ‘han it travelled in 1937. That does not sound a 
prodigious task in prevailing conditions. Apart from 
attenuated passenger services leaving room for freight 
trains, the operating advantages flowing from unification, 
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which were enumerated in the British Transport Commis- 
sion reports for 1948 and 1949, cannot have failed to ease 
the way for long-distance traffic. So will many additional 
facilities provided during the last 12 years—some of them 
for the express purpose of working coal trains over unusual 
routes. The transport of coal has been simplified materially 
since the National Coal Board began to regulate distri- 
bution. Above all, private owners’ wagons have gone, 
with a great saving of empty wagon-mileage and shunting, 
as shown by items 6 and 8 in Table 1. 

Notwithstanding all these aids to freight train operation, 
the Railway Executive is worried, on its own admission, 
about the haulage of 3,330,000 tons of coal a week this 
year. Right through 1937, the former companies hauled 
an average tonnage of 3,624,000 a week, and made little 
to-do about it, for the simple reason that, in prosperous 
years for the coal mining industry, they had carried larger 
quantities without a great deal of difficulty. One of the 
main assets of a railway system is the possession of a 
large reserve capacity which can be called into play to 
meet exceptional demands for transport. 

It is tortunate for British Railways finances that the 
tonnage of coal declared nowadays goes far afield. During 
the first 12 weeks of 1951, as already noted, less coal was 
railed; the ton-mileage, however, rose 45 per cent., with 
the result that coal accounted for 26} per cent. of the total 
railway receipts to March 25. Coal set our railways going, 
and since the middle of the nineteenth century has been 
the life-blood of “the heavy lines.” The nearer the 
National Coal Board can raise its output to the 1937 level 
of 241 million tons, the brighter will be the chance of 
avoiding railway deficits. 

We conclude from this analysis of trattics and trends in 
two years of good trade that the scope of British Railways 
is growing narrower than the field of action open to the 
former companies. In 1935 to 1938 there was a burst of 
enterprise which livened up railway working and gave the 
country the best services it had enjoyed since amalgama- 
tion. One sees no prospect of a similar awakening in the 
near future. There is too littke commerce in ideas between 
the British Transport Commission and the Railway Execu- 


tive: neither has the Executive hit on satisfactory relations 
with the Regions, where the traftic is handled and the 
users of the railways are known. We live in a transport 


era that is changing rapidly. New lines of thought are 
needed to deal with present-day problems and will not be 
forthcoming until the existing organisation is remodelled 
somewhat extensively. 


Railway Electrification at Normal 
Industrial Tension 


By M. Renouard, Inspecteur ee oe 


LECTRIFICATION schemes undertaken by the French 
and other railways between the two wars have proved 

the superiority of traction steam traction as 
far as Operation and production are concerned. They have 
also shown that, from the point of view of general economy, 
the railways are by far the best consumers of electricity. 


Génerale, 


electric over 


It follows that all countries with electrical production 
resources would benefit by electrifying their lines where 
the source of electric generation is thermal or hydro- 
electric. Contrary to general opinion, this is true of 


countries rich in iron ore, or with a well-developed steel 
industry, because they are able to burn poor quality coal 
of little commercial value in modern thermal powe 
stations, and make use of the combustion gases generated 
in blast furnaces. This explains why such countries as 
Holland, Belgium, and Germany have made important 
strides in the development of their railways. 

Furthermore, if the fact that oil must be imported into 
Europe is borne in mind, and that the structure of railway 
networks and density of railway traffic is such that electric 
traction is more advantageous than diesel traction. it can 
be understood that an inevitable reconversion to electricity 
must take place in all European countries where water 
power, coal, and stee! exist. 
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Assuming these conclusions to be agreed, railway 
engineers must naturally seek a means of electrificatjon 
which will prove the most economical, that is, requi 
the minimum capital expenditure. This means using 
industrial current at 50 cycles, which permits electi 
energy to be supplied directly from the mains, and used 
at high tension to reduce to a minimum the size of fixed 
installations. 

Originally, no country was able to develop such a sysieq 
because of the impossibility of designing suitably powe 
traction motors which could operate on alternating cu 
at high frequency. A variety of schemes, all of which 
entailed somewhat unwieldy electrical installations d 
the necessity for transforming industrial current to a cu 
suited to traction, was therefore adopted: in France, 
Chief Electricity Advisory Committee decided in 192 
favour of 1,500 volts d.c. 

For this reason the French National Railways rec 
mended, in 1943, the possibility of using industrial cu 
at 20,000 volts, and, immediately after the occupatio: 
Germany by the Allies, decided to pursue, with 
assistance of German engineers, the experiments cart 
out previously by the Reichsbahn, and later abandoned 
the H6llental line in Baden. 

Publication of the first results obtained and of the fi 
attitude expressed by the S.N.C.F. that it intended to c 
tinue its experiments until this problem had been sols 
provoked considerable interest amongst French, Gern 
ind American builders who, making use of the latest tec 
nical developments, finally succeeded in designing types 
traction motors which could operate at high tension w 
alternating current. 

It is now certain, moreover, that any Europe 
iilway, wishing to develop electric traction on a bas 
of industrial current, will have a wide choice of types 
light and heavy locomotives and railcars. Through worki: 
between lines already electrified and those supplied w 
industrial current can easily be achieved. The ne 
machines can use both alternating current at 50 cye 
nd any other supply of current, thanks to the availabil: 
of suitable converters which can transform any supply of 
current to that required by the traction motors 

[There are already several locomotives and electric ra 
cars in giving excellent results on the Hd6llent 
line and on the line between Aix-les-Bains and La Roch: 
sur-Foron recently equipped by the S.N.C.F. The produc 
tion costs of these traction units are quite comparable wit 
the costs of those at present operating at 1,500 volts 

An economy of approximately 50 per cent. on fixed 
installations can be obtained over installations operating 
on the 1,500-volt system. 
at h 


service 


As the current can be carried 
gh voltage, the distribution points on the track can 
be separated by as much as 100 km. (instead of 15 to 
2) km.), and they can therefore be situated at the most 

le Thus 


suitable points on the general high tension network. 


it is possible to eliminate a feed line for a_ particula 
current suited to the railways only, and also eliminate 
many substations. Also, the small amperage allows the 


catenary sections to be reduced from 500 or 600 sq. mn 
to 150 to 200 sq. mm., and appreciable economy can_ be 
achieved both from the reduction in the quantity of copper! 
needed and the reduced size of the overhead line supports 
Maintenance and supervisory expenses are reduced by 
approximately 20 per cent. on similar expenses required fo1 
the maintenance of 1,500-volt installations. 

The small weight of equipment operating on industrial 
current simplifies modifications to stations or tracks. This 
advantage is far from negligible, because it is possible 
to avoid carrying out the numerous modifications which 
normally precede heavy electrification and have to be made 
to avoid the inevitable heavy expenses caused by sub 
sequent rep'acement of electrical installations. 

It has been proved that, due to the progress achieved 
on fixed installations, the equipment of an important net- 
work is no longer liable to cause considerable phase 
fluctuations on a high voltage network provided with 
modern systems of conversion (Scott connected apparatus) 


Fluctuations can, in fact. be brought within acceptable 
limits. 
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THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Mr. John Elliot on American Railways 


June 5 

SiR,—With reference to the editorial note in your June | 
ssue, Concerning my remark to a reporter at Southampton 
hat the American railways are now “the finest in the 

wild“; as you suggest, what | said was not such a sweep- 
ig judgment but referred in the first place to the fact 
iat in America there was no limitation on capital expen- 
iture, no shortage of materials, and no manpower problem. 

In these circumstances they have seized their oppor- 
nities with both hands and are probably now the finest 
ll-round railways in the world, which indeed, as they 
vreed with me, they ought to be. 

When comparing our railways with theirs one has to 
emember the background of limited supplies, together with 
ie overriding demands of the export drive, and now the 
earmament programme. Nevertheless, we must not with- 
\old from the American railway officers, managements and 
heir staffs credit for the progress that has undoubtedly 
wen made in the face of fierce road and air competition 

Yours taithfully, 
JOHN ELLIOT 


Chairmat 
Ihe Railway Executive, 
222. Marylebone Road, London. N.W.! 
Railway Efficiency 
June 5 


Sik,—Your correspondence columns on the issue of rail- 
way efficiency are topical and interesting, but your latest 
contributor, Mr. J. F. Burrell, in your June | issue, seems 
rather soured in his outlook, for his comments seem to be 
indicative of one who has seen some faults but has given no 
ime to study the reasons. 

No one disputes that, in all industries, there is a desire for 
some general eXamination to secure a type of discipline 
vhich would be accepted as a bond of honour rather than 

forced discipline operated only by threat of punishment; 
but, because railway staffs have, in the great majority of 
vrades, to work shitt and weekend turns, the right type of 
man has no inducement to take up railway transport as a 
career and become interested in his job, for better-paid and 
more congenial employment with none of these difficulties 
is always available to the young man of today 

Many of those who do enter railway work soon become 
nditferent and generally object to any discipline, largely 
because they deplore their inability to join in sport and 
social activities wth their friends and associates; and, when 
they relate their wages to their abnormal hours of duty, they 
soon tire of what they regard as a hindrance to a normal 
life, with the result that there are again more staff vacancies. 
As a natural consequence, and to keep the job moving, 
the management is forced to employ those who normally 
would not come up to railway standards. How, therefore, 
does your correspondent expect the staff to have all the 
virtues—the lack of which he criticises—when these features 
ire known to everyone connected with the industry? 

Every critic has a solution, or so it would appear, and 
issumes that the people who have the responsibility of 
being associated with the management and staff sides of 
the industry just ignore unpalatable facts to inconvenience 
the public. Nothing of the sort really occurs, and the only 
solution which can have any real and lasting effect is for a 
national policy to be adopted whereby those in any in- 
dustry who have to work in congenial hours, weekends 
and bank holidays, shall always have a guaranteed per- 
centage of wages and salaries over and above that received 
by people who never know what it is to have altered meal 
and rest hours. 

If this principle is unacceptable to the community, then 
no section of transport can ever expect to recruit and re- 
tain the right type of staff who will accept normal standards 


of discipline and be really interested in their work. But 
for the present middle-aged staff who have been on the 
railway for many years and a proportion of the younger 
men, the operation of rail transport would be more serious 
than it actually is, and the nation should be grateful that 
these men have remained in their posts notwithstanding 
the opportunities which are available to them in outside 
industries 
Yours faithfully, 


H. W. FRANKLIN 
President 
National Union of Railwaymen, 
Euston Road, London, N.W.1 
Rail and Road Costs 
April 10 


Sik,x—From time to time in your columns the relative 
merits of road and rail transport are discussed with refer- 
ence to a fair apportionment of the costs of each. What- 
ever view the writer holds, he appears unable to support 
his theory with figures. Even so eminent an authority as 
Dr. Gilbert Walker, writing in your issue of December |, 
1950, can only say that the cost of adaptation of roads for 
modern traffic would probably not be more than the entire 
annual expenditure on the classified (A’* and *B’) 
roads. 

Figures for the railways are easily accessible. Are we to 
assume that those for the roads are not? What is the 
annual expenditure on the maintenance of British roads? 
What has been the expenditure on new roads in the last 35 
years on the capital outlay for which road users might 
legitimately be asked to pay, say, 2} per cent. interest? 
What has been the cost of tratlic lights and other highway 
amenities? 

If the “ adaptation ~ view is accepted, what was the cost 
of road maintenance 35 years ago, and what would be the 
figure for comparable work today? How much towards 
these costs is paid by road transport in taxes? | submit 
that without figures of this kind the road-rail problem can- 
not be solved. 

it is perhaps significant that while many think the railways 
pay too heavy a burden there are none who contend that in 
comparison with other forms of transport it is too light. 
It can therefore be assumed that the burden will not be in- 
creased and that the railways should therefore go forward 
with plans for making their lesser branch and cross-country 
lines pay. : 

[he illustration appearing in your January 26 issue of a 
new railcar for the S.N.C.F. suggesis one answer to the 
problem of finding a light unit cheap to operate. These 
vehicles would always have a field of usefulness, and the 
purchase cost would not be lost if a country line failed to 
respond when one was put in service. If these S.N.C.F. 
cars will pass the British loading gauge, could a trial be 
made of some in this country? 

Another point about branch line economics is that of 
speed and frequency of service. Too often when there 
might be local traffic there is only a train if there is a main- 
line connection As an example, Windsor Central and 
Slough stations are both well placed, yet the push-and-pull 
unit only makes irregular runs to connect at Slough. More 
frequent runs could be made without interference with the 
main line at Slough, and local traffic should be attracted 
because of the speedier journey. The same is true of the 
West-Drayton-Staines branch. Further economies could 
be made here by closing Staines (Western Region) station 
and the diversion of the trains to Staines Central (Southern 
Region), where a short bay could easily be laid in behind 
the up platform. 

Yours faithfully, 
R. G. Rs CALVERT 
c/o Westminster Bank Limited, 
Broadway, Bexleyheath, Kent 
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A Station Harmonium 
Is there a station in England which 
provides a harmonium in the waiting 
room for the amusement of passengers, 
other than Troutbeck in the Lake 
District? Yet British Railways are 
considering closing it as unremunera- 

tive-—Letter to “ The Times.” 


Ghost Station 
People living in converted buildings 
at Rosherville Station, Northfleet, “a 
ghost station ” at which trains no longe1 
stop, heard strange noises in the night 
Next morning they found zine sheeting 


missing from the roof. Later a man 
was remanded for sentence at West 
Kent Quarter Sessions.—From the 


“ Evening Standard.” 


Transfer Traffic 

A correspondent writes: “All I 
wanted were one copy of each of 
L.M.S.R. and M.S.J.A.R. coat-of-arms 
transfers as advertised. This is what I 
got in addition: 

May 25: A receipt for 16s. from Trea- 

surers Department, Euston. 

May 25: Two notes to say *‘ my tender 

had been accepted.’ 

These came from the same person in 
different envelopes because one transfe1 
lay at Wolverton, the other at Harwich. 
They told me my forwarding instructions 
should be sent to the respective works. 

May 29: Transfer from Wolverton 

arrives. 

May 29: Advice note from Wolverton 





telling me monied invoice will 
follow. 
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* Railway Executive orders. Every 
available train and locoman switched 
to freight this summer. This lot's 
from the Battersea depot!” 
[From “‘ The Evening News’ 
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May 29: Monied invoice telling me I 
have already paid the 5s. 6d. 

May 31: Transfer from Harwich ar- 
rives with advice note enclosed this 
time [economical] sic. 

May 3l: Monied invoice also arrives 
under separate cover notifying me 
that I have paid the 10s. 6d. 

The latter seem to confirm the original 
receipt from the Treasurer's Department. 

And all I wanted were two transfers !” 


British Railways Poster Success 


We referred in our March 23 issue to 


the revival of the pre-war practice of 
using bathing belle posters to publicise 
seaside holiday resorts and in the same 
issue gave an illustration in the Scrap 
Heap page of a Blackpool poster pro- 
duced by the London Midland Region 
of British Railways. Some at least 
of the criticism which this type of 
poster at one time evoked would appear 
to have been misplaced in view of the 
fact that the poster in question was ad- 
judged one of the two best resort posters 
of the year when the Association of 
Health & Pleasure Resorts recently held 
its annual conference at Southport. 


A Lost Station 


A correspondent informs us that the 
whereabouts of a former railway 
station on the former Birmingham & 
Gloucester Railway is engaging the atten- 
tion of the archivist of Worcestershire. 
It is the station which known as 
Stoke Works, and was used for passen- 
ger traffic certainly until 1855, when it 
still appeared in the timetable. But a 
new junction, built by the Oxtord, Wor- 
cester & Wolverhampton Railway. 
caused it to be closed More than 
3,000 maps and records have been ex- 
amined, but although the site is shown 
on an 1844 Midland railway map, the 
building or its foundations have not yet 
been found. It is thought that evidence 
may be found among the buildings of 
the present Stoke goods depot. 


Was 


Bargain Travel 

May I offer my own explanations as 
to why passenger rail traffic is still de- 
clining? 

The high cost of season tickets en- 
hanced by the five-day week has driven 
much residential trathic to the buses. 

A lack of correlating train service and 
fares in advertising local cheap facilities. 
Lack of knowledge and interest by some 
local staff in facilities offered makes the 
position worse. 

The tendency for the timetable to 
collapse lamentably at holiday periods. 
Casual travellers who use the train only 
at such times thus encounter the very 
worst in railway service. 

Bad timekeeping by local trains in 
the midday period. This affects particu- 
larly services in the Manchester area. 

Finally, prejudice due to memories of 
the “Is your journey really necessary?” 
era, and to political campaigning against 
nationalisation.—From a letter to “ The 
Manchester Guardian.” 
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THE SCRAP HEAP 


*In the Blood ” 


A 14-year-old Harlesden boy 
a railway engine standing unattende 
Willesden Junction. He stepped into 
cab, checked the pressure gauces, 
turned the right wheels, pulled the ri: ht 
levers, and drove the engine 35 yards 
Then he brought the engine back 
where he had found it. He set 
brakes and stepped off the foot; 
into the arms of a railway policema 

Then he handled summonses for 
passing on the railway and “ unlaw! 
setting in motion a vehicle, to wit, | 
motive engine No. 2983.” And he 
sorry about his escapade. He explai: 
*T was on the railway line by my 
and the temptation was too much.” 

His mother said: ** Maybe it is so 
thing in the blood. His father was 
the railways; so was his grandfather 
From the ‘“ Daily Mail.” 


June Memories 


i here was a time, When summer’s soc 
round 

Made dear old 
ground, 

When Ascot exercised its magic sway 

Gold Cup, Hunt Cup, and charmii 
Ladies’ Day. 


Waterloo enchant 


Grey-toppered squires, of every type an 
age, 

Escorted extracts from the fashion pags 

Who passed mere humans nonchalantly 
by, 


But seldom missed the photographic ey: 


They made their entrance, posed awhile 
and then, 

Of course, the hoi polloi had left by ten 

Set off to brave the darts from envious 
eyes, 

Armed with their passports into Para 
dise.* 


Little of all that glory now remains; 
“A frequent service of electric trains 


Replaces all the “specials” we onc 
knew; 

The radiant hosts have dwindled to 
few. 


Shed just one tear—the brave o!d days 
are O’er, 

Yet one may look in vain above the door 

For signs of * Ichabod *’—nor is it true 


That glamour had deserted Waterloo. 


The spectacles that lasted one brief hour, 

Too often ruined by a sudden shower, 

Are half-forgotten in the ebb and flow 

That swirls unceasing round the South 
Bank Show. 


Pomp leaves the stage, and circumstance 
gives place 
To festive fanfares in this year of grace 
And Waterloo’s gay trappings proudly 
state 
That she, at least, is keeping up to date 
A. B. 


* The Royal Enclosure 
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SOUTH AFRICA 


Financial Results 

fhe operation of the railways, har- 
bours, steamship, air, and aerodrome 
services for the eleven months ended 
February 28, 1951, has resulted in a 
net surplus of £7,708,321, compared 
with a deficit of £2,645,443 for the cor- 
responding period last year. 

During February, 1951, expenditure 
erceeded estimates, largely because of 
increased maintenance costs, but despite 
this, the results of operating for the 
month showed a surplus of £416,403; 
the surplus for railways was £375,505, 

d harbours and aerodromes both 
showed surpluses of £281,704 and £207. 

Steamships-and air services resulted 
in a combined deficit of £128,933, and 
the net revenue appropriation for the 
month amounted to £112,090. The 
total revenue for all services during 
amounted to £8,869,836, as 
total expenditure of 


February 
zainst a 
$341,353. 


Traffic Features 


During 1950, the total tonnage of 
xoods traffic moved amounted to 
60,702,488 tons, as compared with 


58,537,758 tons during 1949, an increase 
of 2,164,730 tons. Agricultural pro- 
ducts and cement advanced by 665,564 
id 293,557 tons respectively. 
Coal hauled by rail from the collieries 
to Durban and Lourengo Marques 
iring February last amounted to 
11,116 tons, of which 168,760 tons were 
or export and 32,356 tons for bunkers 


New Rolling Stock 
During the first quarter of this year, 
48 goods vehicles, 46 main-line 


vassenger coaches and ten suburban 
yaches were placed in service. Ot 
ese, 264 wagons and 20  passenge 


oaches were built in the railways’ own 


vorkshops. Six locomotives, one pas- 
‘enger coach and 198 wagons’ were 
vithdrawn from service. 


CANADA 


Ontario Northland Dieselisation 


The Ontario Northland Railway is to 
build at North Bay, Ontario, a diesel 
shop, believed to be the first to be built 
in Canada as a self-contained unit speci- 
fically for diesel power. It is expected 
hat the railway will be entirely diesel- 
yperated by 1955. Some 40 steam loco- 
notives are still in service. 

The latest diesels to go into service 
ire six General Motors 1,500 h.p. “ A” 
units; there should be a total of 22 
diesel locomotives in operation by the 
ond of this year. 


New Station at Farnham, Quebec 


On March 8 the Canadian Pacific 
Railway opened a new station at Farn- 
ham, Quebec. It is a brick and rein- 
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forced structure, replacing the station 
destroyed by fire two years ago, and 
cost $160,000. 

The ground floor has a spacious wait- 
ing room with leather upholstered chairs, 
luggage room, ticket booth, washrooms, 
and telegraph office. On the second 
floor are the administrative offices of 
the Farnham Division, controlling train 
operations between Montreal and Me- 
gantic, Que., on the line to St. John, 
N.B., and between Montreal and Wells 
River, Vermont. 

Sleeping Car Rates 

The railways applied on Apri! 26 for 
increases in sleeping-car and parlour- 
fares to accompany a freight-rate 
increase sought earlier in the week. The 
higher rates would apply on short runs. 
rhe minimum for standard (first class) 
lower berth would rise from $2°50 to 
$3. An upper class would rise from $2 
to $2.40. There would be correspond- 
ing increases for roomettes, bedrooms 
and other higher-priced types ofl 
accommodation. The minimum parlour- 
car rate would rise from 50 cents to $1. 


BRAZIL 


Rio de Janeiro Underground 


car 


Preliminary work for the building oi 
the proposed underground railway in 
Rio de Janeiro, to be carried out by the 
Société Générale de Traction et 
d Exploitation (the former Compagnie 


du Chemin de Fer Métropolitain de 
Paris), is to be put in hand shortly. The 
presidential decree to this effect, 


authorising the company to establish a 
branch office in Rio, was published in 
May. The project was foreshadowed in 
our June 10, 1950, issue, in which under- 
ground schemes abroad of the former 
Paris Metropolitan company were listed. 


SWITZERLAND 

lerritet Level Crossing Elimination 

Between Vevey and Villeneuve, on 
the shores of the Lake of Geneva, an 
important highway traverses a chain of 
townships, including Vevey, La Tour de 
Peilz, Clarens, Montreux, and Territet. 
The narrow and winding road also has 
a tram route with frequent services, 
using a single track with numerous 
crossing points. At the western end of 
Territet Station, road and tramway 
have a level crossing with the double- 
track electrified Simplon line. The 
gates are down an average of six hours 
out of twenty-four, and the level cross- 
ing is notorious for its traffic hold-ups. 
At the same time, complicated electric 
installations are necessary to provide 
for the crossing of the tram track and 
the main line tracks. 

Plans to remove this crossing have 
long been mooted, but were rejected on 
technical and financial grounds. There 
is now a major scheme to build a new 
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road six miles long to by-pass the built- 
up areas entirely. As a first step a short 
section of the road is being built at 
erritet, and linked with the existing 
road by a new bridge under the railway 
replacing the crossing. 

It will require nearly one mile of road- 
way 29+ ft. wide and a skew bridge of 
164 ft. maximum width underneath the 
railway, consisting of a solid reinforced 
concrete slab with central support, as 
well as the construction of numerous 
reinforced concrete retaining walls, 
faced with quarry stone. 

The total cost is estimated at 
fr. 2,250,000 and the work will extend 
over two years. 


ITALY 
Electrification in Sicily 
The conversion of the 
Messina-Barcellona-Castroreale section 
of the Messina-Palermo main line is 
nearing completion. It is expected that 
electric traction will be introduced by 
the end of June. The section will be 
the first electrified line of the State Rail- 
ways in Sicily. The electrification is 
being continued towards Palermo as 
part of the programme outlined in our 
August 15, 1947, issue. 


WESTERN GERMANY 


New Station at Bochum 


30-mile 


One of the numerous _ stations 
destroyed during the war was at 
Bochum, a town with a population of 
300,000. The heavy destruction of the 
central area enabled drastic replanning 
schemes, involving the removal of the 
main line station by about a third-of-a- 
mile, to be drawn up. Economic con- 
siderations, however, made it necessary 
to build a semi-permanent station build- 
ing on the old site. 

in view ot the proposed ultimate 
removal of the station, the new building 
had to be so designed that it can later 
be used for other railway purposes. On 
the other hand, it was necessary to con- 
template a long period of time during 
which the premises may have to serve 
as the main station of a large town. It 
was found that it was cheaper to 
demolish the ruins of the old buildings 
and build afresh than attempt a recon- 
struction. The only building elements 
incorporated in the new building are 
some foundation walls. 

The new building has a single storey 
only. No attempt has been made to 
create a decorative facade. The only 
decorative feature is the tufastone flank- 
ing of the main entrance. The main 
hall measures 46 ft. 46 ft. and has 
clerestory skylighting. One side of the 
hall, opposite the subway entrance, is 
occupied by the five booking office win- 
dows. One of the two waiting rooms 
has been combined with a buffet, the 
other with a station restaurant. 
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Electric Traction and Signalling 


“RAC TION and signalling are the two 
directions in which electricity has 
had the most profound effect on railway 
working. Ihe two subjects are to some 
extent interdependent in that without 
electric signalling methods it would be 
impossible to operate the intensive and 
rapid services that are possible with 
electric trains. It was appropriate, 
therefore, that electric traction and sig- 
nalling shouid be treated together in a 
paper presented to the recent Joint 
Engineering Conference in London by 
Messrs. C. M. Cock, H. H. Dyer, and 
R. Dell, the scope of which was out- 
lined briefly last week. 

The electric traction section of the 
paper, by Mr. C. M. Cock, opened by 
describing the conditions in earlier years 
which led to diiferent electrification 
systems developing simultaneously. 
When main-line conversions over long 
distances were undertaken on the Con- 
tinent for the first time, a voltage of 
600 was thought too low, and a three- 
phase a.c. system was adopted for early 
schemes, mainly in Italy. This had its 
complications arising from the use of 
two overhead line wires and the fixed- 
speed characteristics of the motors. 

The next development to influence the 
choice of system was the use of inter- 
poles, or commulating poles, in d.c 
traction motors. Thus they were made 
suitable for higher voltages, 1,500 V. at 
first and later 3,000 V., and main-line 
electrification with direct current began. 
During this phase of development, which 
began about 1915, d.c. traction equip- 
ments were lighter and cheaper and re- 
quired less maintenance than a.c. 

British industry has supplied both d.c. 
and a.c. traction equipments to many 
countries, but, generally, d.c. has been 
regarded as the most suitable to meet 
conditions existing in Great Britain. 


Present Practice 
Existing railway transmission systems 
are being changed over to 50 ¢/s as the 
older rotary convertor plant is replaced 
by rectifiers. Early 3-phase transmis- 
sion systems betwen the sources of sup- 


ply and the traction substations 
generally were designed for the com- 


paratively low voltage of Il kV. with 
solid-type paper-insulated cables carried 
beside the track on hooks supported by 
concrete posts. Experience and research 
in Britain have aimed at reducing cost 
end increasing reliability by embodying 
ring-main systems working usually at 


33 kV. There is now a tendency to 
reduce the number of high-voltage 


circuit-breakers and this has resulted in 
appreciable savings. 

Twenty years of operating experience 
has confirmed that the rectifier is en- 
tirely satisfactory for power conversion 
for traction purposes. Rectifiers can 


Some complementary factors 
in the working of busy lines 


be made with or without grid control 
and with or without arc-suppression 
equipment. British experience so tar 
suggests that neither of these Is neces- 
sary with the air-cooled rectifiers. 
During the last 30 years over 1,750 
track-miles of British overhead line 
equipment have been instalied in Eng- 


land, Europe, Australia, Asia, South 
Atrica, and South America. A single 
contact wire supported from a main 


catenary has proved suitable for high- 
speed running. 

Traction motors were originally ot the 
heavy, totally-enclosed type, naving 
sleeve bearings, but today they are ven- 
tiiated and have roller bearings. Woven 
glass materials with Bakelised impreg- 
nation are being used increasingly in 
insu.ation of the windings. The use of 
four brushes on ftour-pole machines per- 
mits a lower brush pressure and reduced 
length of commutator. There is also a 
tendency to change over to lap wind- 
ings having an number of 
armature slots. 

Reviewing the economics of electri- 
fication, Mr. Cock said that, although in 
suburban schemes the train’ services 
usually are increased and improved to 
the extent that the annual cost of opera- 
tion is more than that of the displaced 
steam services, it has been shown time 
and again that the better electric service 
attracts enough additional traflic to pro- 
duce a net increase in revenue. [he 
‘atest example of this occurred after the 
electrification of the Liverpool Street- 
Shenfield line. 

Interest and renewal charges repre- 
sent a considerable proportion of the 
total annual expenses of electrified ser- 
vices. The fixed charges depend on the 
cost of the fixed installation, and there- 
fore, any reduction in this will improve 
the case for electrification. The mo:t 
important developments affecting d.c. 
traction in this respect during recent 
years are the mercury arc rectifier and 
the supervisory control of substations. 

A large part of the cost of electrifica- 
tion lies in the line equipment. While 
savings may be possible in materials, 
erection at site under traffic conditions is 
difficult and expensive. Greater use 
shouid be made of mechanised 
appliances for the installation of founda- 
tions and steelwork. 

The author considered the use of 
high-voltage single-phase a.c. at 50 
cycles attractive, because it reduces fixed 
installation costs to a minimum, and it 
may make possible the electrification of 
branch lines which could not otherwise 
be justified. At the same time, the 
suitability of the larger 50-cycle cum- 
mutator motor has yet to be proved, 
especially for use below the floor level 
of motor coaches, and the unbalancing 
effect of single-phase traction loads on 


increased 


the 3-phase supply system must be 
fully considered. 

Mr. Cock concluded with a call to 
even greater skill and ingenuity i 
sign and development in regard to dejai] 
He commended attention to eleciric 
braking systems as a means ol s 1g 
costly tyre steel, and suggested a 
addition to conventional methods the 
possibility of a metaadyne equipnient 
combined with flywheels to absorb 
energy from a train when stopping. ‘o1 


use in subsequent starting. His sug- 
gestion of using the widest po sible 
range of field control in traction motors 
as a means of reducing starting resis- 


tance losses indicates a line of develup- 
ment hitherto pursued more keenly on 
the Continent than here. An improved 
method of incorporating the necessary 
compensating windings was described in 
our September 8, 1950, issue, and might 
overcome the doubts some operators 
have expressed about maintenance diih- 
culties with compensated motors. 
Electricity in Signalling 

In their paper on electric signalling 
‘Messrs. H. H. Dyer and R. Dell re- 
ferred to the first applications of elect 
city to railway working in telegraph 
systems, followed by the development ot 
the block telegraph as an adjunct to sig- 
nalling exclusively. At the present time, 
various controls and interlocks between 
levers and block instruments, effected by 
electric locks and other means, have 
been standardised for block signalling 

The authors showed that the electric 
track circuit is the fundamental basis ot 
all modern signalling. The introduc- 
tion of the a.c. track circuit was an im- 
portant step as it permitted power sig- 
nalling to be applied more easily on 
electrified lines where the running rails 
are used for the traction return current 
Development of auto-transformer type 
impedance bonds today has raised the 
effective train shunt ten times. 

Alternating current also made possible 
the greater use of long-range day colour- 
light signals by enabling the low-voltage 
high-current supply required by the 
lamps to be made available conveniently 
The source of power is a_ 12-volt 
secondary battery which is kept fully 


charged by means of a small trans- 
former-rectifier unit. 
At first, electric signal and point 


machines were controlled by miniature 
levers with mechanical interlocking, and 
the use of electric locks, already applied 
for other purposes, was a natural de- 
velopment. Relay interlocking, first 
used on the Mersey Railway in 1923, 
now has reached the point where inter 
locking frames are replaced, even in the 
largest installations, by panels with key 
switches controlling signals, points, and 
the setting up of whole routes. 
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Electric Traction by Single-Phase Current at 50 Cycles—1 


F RANCE has been suffering from a 
coal crisis during the last few years. 
li serious because it concerns not 
only France, but also the whole ot 
Western Europe, and it is the result of 
a general social evolution which has 
been accelerated by the war and fo 
which there appear to be uncertain and 
inadequate remedies. 


Reducing Coal Consumption 


Considerable efforts are being made 
now in all branches of French industry 
to reduce coal consumption wherever 
possible to ensure adequate supplies for 
essential requirements. The French 
Railways consume approximately 
9,000,000 tons of coal a year, roughly 
20 per cent of national production. 
Most of this coal is of a quality greatly 
in demand by important industries 
which claim priority with insistence. 
As the railways could obtain their power 
from sources other than coal—oil and 
electricity-—it was inevitable that they 
should be invited to make use of 
alternative means of generating power 
to economise on coa!; this policy was 
eventually implemented as a result of 
persistent pressure on the Ministry of 
Public Works & Transport by the Minis- 
try of Industrial Production. 

[he development of the use of petrol 
and fuel oil is limited by the fact that 
these products are imported, and by the 
very high price of diesel locomotives, 
which therefore can be used only on 
lines where there is suflicient traffic to 
permit reasonable capital amortisation. 
On the other hand, the development of 
electric traction appeared, from. the 
Start, to be worth serious consideration 
for a number of reasons, including: 

(1) Efficiency. The steam locomotive, 
handicapped by weight and size, is con- 
siderably less efficient than a modern 
thermal power station (1 kg. of good- 
quality coal instead of 04 kg. of in- 
ferior-quality coal). Even when using 
electricity generated in thermal power 
stations. fuel consumption is some 55 
per cent. less than that of the most re- 


cent types of steam locomotive. If 
electricity is supplied from a_hydro- 
electric source, for every ton of coal 


devoted to essential requirements an 
annual economy of 1I'5 tons of 
could be achieved. 

(2) Operating Personnel. The overall 
economy of personnel which can_ be 
realised by the substitution of electric 
traction for steam traction is 30 to 40 
per cent. This economy is_ primarily 
due to a considerable improvement in 
the use of driving personnel which can 
be accentuated in the future by the 
Standardisation of certain — safety 
apparatus. Furthermore, electric trac- 
tlon reduces the number of clerical per- 
sonnel required by eliminating those 


coal 


Some general considerations, and 
satisfactory experiments in France 


engaged in ensuring fuel supplies. By 
progressively abandoning steam traction 
there will be a reduction 
in skilled personnel (mechanics, drivers, 
boilermakers), whose qualifications, in- 
valuable to a modern nation, can be 
used to advantage by key industries such 
as mining, metallurgy, o1 
construction. 

(3) Social Aspect. Electric traction 
also eliminates unpleasant duties such 
as those of firemen and depot workmen. 
The absence of smoke is considerably 
beneficial to railway passengers and a.so 
makes it easier to keep clean stations, 
workshops and buildings alongside the 
railway. 

(4) Production of Power. The fore- 
going considerations would be oi little 
value if the national production of elec- 
trical energy were insutlicient: the out- 
look, however, is favourable. The con- 
sumption of electrical energy by the 
French Railways in 1939 was some | 
milliard kKW/hr. out of a total pro- 
duction of 20 milliard kW/hr.—that ts, 
approximately 5 per cent., which is 
relatively little. The programme of new 
power stations, which aims at doubling 
the present electrical energy production 
within the next few years, will allow the 
railways to double their present con- 
sumption without exceeding the present 
proportion of consumption 


considerabe 


mechanical 


French Electrification Favoured 

It can be said that all the circum- 
stances favour a policy of electrification 
of the French railways —the necessity ot 
improving the energy output, the pos- 
sibility of making use of hydro-electric 
energy, the advantage of releasing 
specialist labour, and finally the neces- 
sity of improving the country’s tourist 
facilities and of making travelling more 
pleasant, the trains cleaner, and railway 
installations more attractive. 

Another point is of considerable im- 
portance; although certain French in- 
dustrial products do not attain the 
quality of those of their foreign com- 
petitors, the standard of e'ectrical equip- 
ment buiit in France is undoubtedly ot 
“international” quality. —Electrifica- 
tion of the French railways could there- 
fore be undertaken by French manu- 
facturers and assured of the most 
modern equipment which, furthermore, 
would enable French specialists to take 
part in equipping other countries’ rail- 
Ways. 

Although the foregoing advantages 
are considerable, it will have been noted 
that the majority concern economies in 
operation. Electrification, on the other 
hand, entails very heavy installation 
costs. Under modern conditions the 
conversion of new lines could be con- 
sidered by the S.N.C.F. only if the ex- 
penditure were markedly reduced. It 


cannot be denied, however, that the un- 
dertaking would be advantageous as the 
general interest demands every possible 
economy in the consumption of coal. 
At least it would allow the original in- 
vestment to yield an adequate return. 

It is essential to distinguish clearly be- 
tween investments in rolling stock and 
investments in fixed installations when 
considering the economic aspect. The 
cost of an electric locomotive is roughly 
twice that of a steam locomotive, but, 
on the other hand, it does the work of 
two steam locomotives a year. It is 
therefore of no great importance 
whether the S.N.C.F. invests in one type 
or another so long as the rate of 
amortisation of the steam locomotive 
stock is not exceeded. If it is exceeded, 
there is still a possibility of balancing 
the purchase price of electric loco- 
motives against working economies 
which can be realised with electrifica- 
tion, because this expenditure is gene- 
rally proportional to the traffic. 


“ Threshold of Economy ” 


[his not apply to the track 
equipment where the cost is not propor- 
tional to the traffic but varies in 
accordance with the number of km.; 
and must be offset directly against the 
electrification account. The result is 
that for each track there is a * threshold 
of economy ~ determined by the traffic 
density per km. and the importance of 
the track equipment. 

In France this “threshold of economy” 
is particularly high because fixed in- 
stallations are expensive. The current 
normally used (1,500 volts d.c.) requires 
substations every 15 or 25 km., which 
are, in fact, small power stations in 
which industrial current (three-phase at 
60 to 90,000 volts) is transformed into 
direct current. Furthermore, as the 
current intensities are particularly high 
they necessitate large section catenaries 


does 


which are consequently very heavy; 
these in turn involve heavy suspension 
equipment. 


When work is finished on the main 
Paris-Lyons line, only 10 per cent. of 
the feeder lines would be electrified; 
this proportion should reach 30 to 40 
per cent. to comply with the programme 
of fuel economy studied by the Gov- 
ernment. The importance of the quan- 
tity of installations needed can therefore 
be appreciated. These installations, 
however, will be required in large num- 
bers for secondary lines because the 
more one goes in for electrification the 
more one can appreciate, from the traffic 
point of view, the necessity for not 
limiting electrification to the main lines 
only, and for considering the question 
on a basis of a network of intercon- 
nected lines. The heavier locomotives 
are of a later type than the light loco- 
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motives; if the main lines only were 
electrified the heavier modern steam 
locomotives would consequently become 
superfluous and difficult to use else- 
where, and the advantage of econo- 
mising on maintenance as a result of 
using modern engines would be lost. 
There is no question, therefore, of 
prematurely replacing the new steam 
locomotives acquired by the S.N.C.F. 
since the Liberation, whose amortisation 
extends over 40 years. 

Evidently a re-equipment programme 
which includes a high proportion of 
secondary lines is of doubtful economic 
value. The use of direct current at 
1,500 volts would allow only a_ few 
hundred km. of track to be converted 
in addition to the main Paris-Lyons 
line; this was confirmed by conclusions 
adopted by the senior Railway Advisory 
Committee in 1923. 

The problem, therefore, is: are there 
systems of electrification which involve 
fixed installations considerably less ex- 
pensive than those required for 1,500 
volts d.c., and is it possible to use, on 
the same railway system, two separate 
systems?’ 

The State have 


Italian Railways 
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adopted 3,000 volts d.c. which permits 
the use of lighter locomotives, but the 
cost is still too high. On the other 
hand, alternating current at 16% cycles, 
as used in Switzerland, Germany, and 
Sweden, has given very interesting re- 
sults because, as the current is converted 
in the locomotives, the catenary can be 
subjected to very high tension (15,000 
volts, for instance) which allows a con- 
siderable reduction in current intensities. 
This system has therefore the advan- 
tages of being able to use a catenary of 
reduced section. which is therefore 
lighter, and of increasing the distance 
between the substations by some 50 km.; 
it presents, nevertheless, the disadvan- 
tage of requiring current specially con- 
verted for traction. 

The most attractive solution from all 
points of view would seem to be the 
supply of single-phase industrial current 
direct to the locomotive at 50 cycles at 
high tension. After the Liberation, 
Monsieur Armand, now Assistant 
Director-General of the S.N.C.F., was 
an ardent advocate of this solution. At 
that time his faith was not shared by 
many of his colleagues, and a number 
of eminent engineers felt that past ex- 
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perience had already irrevocably con- 
demned such a solution. 

Monsieur Armand worked with a 
team of highly specialised engineers 
who displayed. considerable foresight in 
studying this for future use. In this 
way, Monsieur de Giacomoni, Engineer 
of a French electrical construction com- 
pany, and Messrs. Garreau and 
Nouvion, Chief Engineers for the De- 
velopment of Electric Traction of the 
S.N.C.F., studied the problem with the 
aid of a group of specialists, and then 
proceeded to experiment on the Hdl- 
lental line in the Black Forest, electri- 
fied by the Germans at 50 cycles. 

After two years of exceptionally hard 
work, their research studies and the tests 
they made have vindicated their highest 
hopes; even the critics who had been 
most sceptical have been won over. 

The considerable economies which 
this solution would effect over a system 
of 1,500 volts d.c.—some 50 per cent. 
on fixed installations—would allow the 
conversion of secondary lines and thus 
the electrification of a complete system, 
comprising not only the main lines but 
also the feeder lines. 

(To he continued) 


Equipment for Traction Substations 


Constructional features of high-capacity 
rectifiers of the air-cooled steel-tank type 


———- the pumpless_ steel tank 
rectifier was first used for traction 
there has been a progressive increase 
in the capacity of units of this type. 
Each unit in the original London Trans- 
port installation of 1936 for trolleybus 
supplies at Putney Bridge was rated at 
250 kW., whereas the nominal rating 
of units on the Liverpool Street-Shen- 
field electrification is 2,000 kW. The 
size of the equipment now commonly 
installed makes the question of handling 
the cylinders for installation, inspection, 


and maintenance of growing import- 
ance. 
With these considerations in mind, 


the General Electric Co. Ltd. is adopt- 
ing a new form of construction for 
rectifiers of high current rating. The 
platform on which the cylinder stands 
in the cubicle now forms the top of a 
movable truck, with the rectifier above 
and its auxiliaries below, so that the 
whole unit can be withdrawn easily for 
inspection in one operation when neces- 
sary. Connections between the truck 
and the cubicle are designed to facilitate 
withdrawal. 

The centre of gravity of the complete 
truck assembly is well below the bottom 
of the anode arms, so that the truck is 
completely stable and can be moved 
easily on a smooth floor. When neces- 
sary, rectifier cylinders can be off-loaded 
from a lorry on to their trucks and 


wheeled into position in the cubicles. 
Local conditions may cause aiterna- 
tive arrangements to be necessary, such 
as the mounting of cylinders direct on 





G.E.C. 1,250-A. pumpless air-cooled 
steel-tank rectifier of the draw-out tvpe 


the substation floor, with the cooling 
fans below. The form of cubicle con- 
struction is readily adaptable to a special 
requirement such as this, an example o 
which is seen in eight 1,500 kW., 1,600 
V., twin-cylinder rectifier equipments 
being supplied by the G.E.C. to the 
New Zealand Government Railways. 

By introducing control grids in a 
mercury-are rectifier, protection can be 
given against overloads and backfires 
supplementary to that afforded by the 
usual circuit-breakers. Experience it 
the 3,000 V. substations of the South 
African Railways has shown that 
usually a backfire is cleared by arc- 
suppression through the control grids 
without the oil circuit-breakers opening 
and shutting the substation down. In 
principle, the method used is the auto- 
matic connection of the grids to a point 
of negative potential relative to cathode, 
this result being effected by a high- 
speed relay. 

An electronic system of applying the 
arc-suppression potential has been 
adopted in new equipment supplied by 
the G.E.C. to the Sefton substation ot! 
the New South Wales Government Rail- 
ways. Bias for the 1,500 kW., 1,500 V 
rectifier is controlled by electronic 
apparatus in a separate cubicle, con- 
nected with two current transformers 
embodied in the main rectifier trans- 
former. 
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Laminated Plywood in Van Building 


New American design embodying cellular 
construction resulting in great saving in weight 


A NEW type of railway van has been refrigeration from some 20 to 25 per bonded under pressure and heat. To 
£* developed by the Pressed Steel Car cent. less cost than corresponding steel obtain maximum strength with light 
C .npany of the U.S.A. The prototype, vans. weight, the thin high-density sheets 
sh wn in Chicago last December, [The van has been named the Unicel thus formed are bonded to both sides 
ur jerwent a ten-day test covering 6,000 because of the novel construction, of a relatively thick core of lighter 
mes running in trains with a conven- developed during two years of study wood to support the strong facing 
ti ial steel van; both were equipped and designing. The basic body material sheets and form rigid panels, which can 


wih instruments for recording forces is plywood, such as Douglas fir. An_ be stressed almost to ultimate strength 
re-ulting from shocks and violent odd number of veneer sheets is coated without bending. 

movements sustained in train opera- with waterproof phenolic and _ resorci- Floor, sides, and roof are built by 
tion. It was then to be released to noal plastic adhesives and super- bonding the sandwich _ stressed-skin 


the Association of American Railroads imposed, with the grain of alternate panels to both sides of laminated wood 
further testing before being ap- sheets at right angles, then permanently ribs extending in two directions at 
proved by the association for general 


l FLUSH CONTINUOUS WALL SIDE Wall 
& CEILING FINISH CELLs 











CELLULAR LAMINATED 


~ . ro CUAVE 
Construction of Superstructure STEEL POCKETS FLUSH DOOR FRAME NAILING SERRE: ROOr LAMINATED CORNER 


FOR METAL STRAPPING STAIPS & STEEL sTAAp POCKETS 


LAMINATED RENEWABLE YELLOW 
ENO CEDAR LADING STRIPS 


[he superstructure is built of lami- 

ted plywood and, if equipped for 
relrigeration, may be used for convey- 
ing all types of freight. It was 
designed by Mr. Bertrand Goldberg, a 
member of a Chicago firm of architects 

d engineers, and built at the Pressed 
Steel Car Company’s works. Without 
refrigerating equipment the van 

quires 11 short tons less steel than 
the conventional steel van; with it, it 
requires 18 to 20 tons less. It is also 
five tons lighter on the rails, and high- 
strength alloy steels are not needed in 





FLUSH FLOOR POCKETS 
FOR METAL STRAPPING 











CELLULAR 
DoOOw 
RENEWABLE FLOOR 
COVERING 


the construction. PN ss SUAVED LAMINATED 
Semi-skilled workers can build the ORS i CELLULAR LAMINATED 
° . . . FLOOR CONS TAUCTION 
body in approximately half the man- 


: a LAM NATED FLOOR 
hours required by a comparable stee! Se 

van. It is estimated that the van without ’ : : ‘ 
refrigeration equipment can be built at Cul-away drawing showing cellular construction formed of laminated wood ribs 


ome 10 per cent. less cost, and with with plywood panels bonded to both sides 
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Prototype Unicel van built of laminated plywood bonded with plastic adhesive into a monocoque unit 








670 


THE RAILWAY GAZETTE 





Finishing the floor of the Unicel van. At right and left, completed cellular sides 
ready for bonding to the floor 


right angles and spaced 16 in. apart 
centre to centre. This produces a box- 
girder cellular type of construction with 
high resistance to compression, flexural, 
and torsional forces. Plywood facing 
bonded to a laminated core of vertical, 
2 in. 4 in. members forms the ends, 
which are subjected to the heaviest 
shocks in shunting. They can sustain 
a uniform load of 265,000 Ib., and the 
car sides a uniform load of 200 Ib. per 
sq. ft. 


Bonding Sub-Assemblies 


Each of six complete cellular sub- 
assemblies—floor, two sides, two ends 
and roof—is built and bonded in an 
electronic press; all six are then bonded 
together into a unit body. The process 
is simple, faster, and cheaper than any 
method used in constructing conven- 
tional vans. Equipment used consists 
of Thermex high-frequency dielectric 
heating apparatus manufactured by the 
Girdler Corporation and used in con- 
junction with a specially designed, 
downward-acting Frisch hydraulic press 
capable of exerting a pressure of 900 
tons. 

With the assembled materials under 
a pressure of 150 to 200 Ib. per sq. in., 
the bonding is carried out by uniform 
internal induction heating to 200° F., 
which cures and sets the adhesive. This 
heating is extremely rapid; an 8-in.- 
thick stack of plastic-coated oak veneers 
which would require up to 8 hr. for 
bonding between hot press platens can 
be processed in 5 min. by radio- 
frequency electric heating. Different 
materials can be bonded at the same 
time to produce an integral structure in 


a single operation. Thus, the company 
plans to bond together the core, ply- 
wood face, a masking stock, and an 
outer sheet of paper having an impreg- 
nated content of about 50 per cent. 
resin blended with suitable colour 
material and stencilled with wording. 
The surface so formed will be imper- 
vious to water, and the stencilling per- 
manent, rendering painting unnecessary. 

Crosswise spacing members, separated 
by laminated blocking at the end sills, 
and laminated plywood facing form the 
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floor, on which is laid replaceable | »n- 
skid Masonite +}-in. thick with a r- 
resistant surface. The end section of 
the floor are built up solidly of is 
nated wood over the bolsters bet. -en 
the bottom sheets and floor sheets. he 
floor has a depth of 94 in. exclus yf 


Masonite. The end; of the v: n 
addition are faced with Masonite d 
are 5! in. thick; sides and roof are h 
2 in. thick. 

Cross-laminated plywood angle S 
1 in. thick moulded to a cross-s« n 


curve bond the several sub-asse »ly 
panels together along all horizontal! nd 
vertical lines. Side sills with one fi. ige 
124 in. wide and the other 7} in. « ide 
extend the full length of the van nd 
join the sides to the floor and of, 
Similar sills 1 in. 12§ in. x 13% in. 
extend the full width of the van enc. at 
top and bottom, and full height at ‘he 
corners. 

A patented door frame of steel pte 
with shear grips to prevent distort on 
from true rectangular shape has a clear 
opening 8 ft. wide and 8 ft. 1 in. hich, 
and is fitted with a plug-type door 2% in. 
thick. All the foregoing members «x- 
cept the doors are bonded into a coin- 
plete unit body like the monocoque 
stressed-skin fuselage of an airplane, but 
with no nails, screws, rivets, or pro- 
truding bolts and nuts. 


Shock Absorbing Features 

The van dispenses with an und 
neath centre sill such as the steel sill 
which extends the full length of a con- 
ventional van and on which the 
underframe is constructed. Instead, the 
plywood body supports both its own 
weight and that of its lading. Also, the 
heavy shocks of coupling in trains and 
of starting and stopping are dispersed 
harmlessly throughout the structure. 
This makes possible a 30 per cent. re- 
duction in weight compared with a 
comparable steel van. 


steel 








Laminated angle sills moulded to a cross-section curve extending full length 
and width of the body 
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fests are said to have shown that im- 
p -t forces which may be greater than 
| 00,000 Ib. are distributed so that the 
m ximum stress at any point is only 
a proximately 3,000 Ib. per sq. in.; 
lo alised = stresses in = conventional 
ve iicles become as high as 50,000 Ib. 
pe sq. in. because they are not distri- 
buied effectively. 

npact forces are cushioned by an 
as embly consisting of a short centre 
si housed within a laminated wood 
body bolster at each end of the van and 
containing a stecl drawgear and 
coupler. The bolster is approximately 
|. in. deep and extends about 3 ft. 4 in. 
behind the bogie centre line and | ft. 
6 in. in front of it. The drawgear can 


move longitudinally approximately 
1, in. in either pull or butt. Welded to 
the rear end of the sill is a. steel 
impact plate 2 in. 26 in. 11 in. 


sindwiched between two 3 in. thick 
rubber cushions assembled under slight 
compression to avoid undesirable slack. 

[his construction is an economical 
and successful application to vans of 
tne rubber drawgear cushioning which 
has been used in 88 per cent. of Ameri- 
cun passenger coaches built since 1941. 
it avoids the tendency of the conven- 
tional centre sill and drawgear to 
solid” when impacted at a speed of 
about 5 m.p.h. so that adequate shock 
absorption is lacking at higher impact 


go 


speeds and damage to vehicle and 
lading often results. No such solid 
mechanical resistance occurs in the 
rubber-cushioned drawgear, which is 


said to cushion impacts caused by crash 
speeds up to even 20 m p.h. 

Comparative tests of a Unicel van 
ind a standard steel van, each with a 
gross laden weight of 169,000 Ib., were 
conducted by the Armour Research 
Foundation and observed by officials of 
the Association of American Railroads. 
When the two vans were impacted at 
12} m.p.h., the force recorded in them 
was more than 25 per cent. less than 
would occur if two steel vans of that 
gross weight were impacted at that 
speed. 

Dimensions and Load Capacity 

[he plywood van, because of its rela- 
tively light weight, thin walls, and 
greater length, has more load capacity 
for a given gross weight than the ordi- 


nary van. The principal dimensions 
are as follow:— - 
Inside Outside 
Length 50 fr. 6 in 
Width 9 fc. 2 in. 9 fc. 7§ in. 
PUGIRNE kee sense 9 ft. 24 in. 13 fe. 34 in. 
Volume oie on ws 4,200 Cu. fe. 
Payload weight capacity . 65 short tons 
Bogie spacing, centre tocentre 41 ft. 42 in 


Total weight of steel... ... About 18,000 Ib., nearly 
all in bogies, wheels, and brakes 

The 8 ft. x 8 ft. door clearance makes 
mechanical loading rapid and easy. The 
reinforced floor can support safely a 
10,000-Ib. lift truck carrying a capacity 
load of 6,000 Ib. Tie-down steel strap- 
xing contained in flush pockets in the 
loor and walls facilitates securing 
freight units at all levels within the van 
juickly and economically. The system 
not oniy prevents damage from load 
shifting and also pilfering, but simplifies 
the loading of the van to cubic capacity 
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and the division of less-than-wagonload 
consignments for discharge at successive 
destinations; such consignments can be 
strapped behind a movable gate extend- 
ing the full height of the body and 
secured with a steel seal. Use of timber 
dunnage and nailing to the interior are 
eliminated. 

For hauling loose products such as 
grain, the van presents a smooth floor 
and walls free from cracks. Thus, it 
is easy to sweep clean and, being water- 
proof, may be washed. 

Adapted for Refrigeration 

The type of construction is excellently 
suited to the transport of fresh meat, 
fruit and vegetables, which must be 
maintained at constant low temperatures. 
Not only is wood a much better heai 
insulator than steel, but the cellular con- 
struction forms dead-air spaces which 
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desired point below freezing. The temp- 
erature fluctuated too much and too 
many icings were required. 

The engineers therefore built an in- 
side false wall and equipped the van 
with a mechanical refrigerating system. 
the wall allows cold air to circulate in 
the space between it and the inner face 
of the van wall, thus surrounding the 
lading with a blanket of confined air 
which can be chilled. Just enough cold 
air can be introduced into the lading 
to absorb the heat generated by enzymic 
action of fruits and vegetables without 
appreciably dehydrating them. Dispens- 
ing with ice bunkers gives the 50 ft. van 
75 per cent. more payload volume capa- 
city than a 40 ft. icing van of the same 
deadweight. 

The van is equipped with duplicate, 
independent, refrigerating systems to en- 
sure safety of the contents if one fails. 


End of completed van with coupler installed in shock-absorbing drawgear 


prevent the circulation of air and con- 
sequent transmission of heat through 
walls and roof of the structure. These 
properties are enhanced, when the vaa 
is intended for refrigeration, by the ad- 
dition of an inner wall filling of styrene 
plastic foam which provides conductive 
insulation at low temperatures and is 
faced with a coat of a material which 
reflects 70 to 95 per cent. of solar radia- 
tion. 

For test purposes, the first Unicel van 
built was fitted with ice bunkers with 
60 per cent. more ice capacity than con- 
ventional ice-bunker vans. During ex- 
posure for days under infra-red rays 
which created an external surface temp- 
erature of 100°F., the ice-cooled interior 
showed a rise of only 4-6°, with outside 
temperature increases of over 100 de- 
grees. The inside temperature could not 
be brought down satisfactorily with ice 
to near zero, as required for some com- 
modities, nor maintained at a constant 


Operating one alone will maintain an in- 
side temperature of 30° when outside 
air temperature is 100°. With both sys- 
tems operating, the van temperature can 


be held at any point from 0° to 55° by 
setting an automatic control. 
The systems .consist of an Onan 


diesel-powered electric generator, a 
Copeland compressor unit driven by an 
electric motor, two diesel fuel tanks, a 
system of circulating coils together with 
fans and a 4,000-watt built-in heater for 
defrosting the coils and supplying heat 
in frigid weather. Generator, compres- 
sor, and fuel tanks are installed below 
the van floor, with the Onan and Cope- 
land units cushioned in rubber on five 
sides in a cabinet having a_ built-in 
overhead monorail hoist for use in re- 
moving and replacing them. The tanks 
have capacity for enough fuel for ap- 
proximately eight days of continuous 
operation, and the system is equipped 
(Continued on page 672) 
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Models as an Aid to Tube Rolling 


June 15. 19 


Stock Design 


Recent developments by London Transport . 
include the use of full-size wooden bogies 


This bogie also includes a new 
of bolster suspension, together wit: a 
new design of retractable shoe: car 
which eliminates the wooden shoebc m, 
while compensating gear is provi ied 
with the object of keeping the shoe -: a 
constant height. 

The advantage of seeing all this —-ar 


on a full-size model in three dimens: ins 
has proved invaluable in finali:.ng 
detailed design, especially where ‘he 
parts move relatively to one another in 
service, and it has been possible to 
arrange the best layout of air hoses aad 
electrical jumpers without the risk of 
fouling other equipment nearby. 

Apart from demonstrating operating 
facilities, full-size car body models ure 
very useful for experimenting with new 
types of interior finish which can be 
easily tried out with new methods of 
fixing. 


=) 





Lighting Experiments 

Model bogie used in the design of tube stock in ek ee poe 
by being carried out on the outside of 
the ceiling. For lighting experiments a 
model is fitted with canvas blinds 
which can be rolled down outside the 


HE use of models for resolving trical clearances. The use of such 
engineering problems is well models has been of great advantage in 
known, and the building of a mock-up observing and overcoming difficulties in 
to demonstrate a new coach body design design not immediately apparent on the 


I body to exclude daylight and so enable 
has been practised for many years. drawing board. ; the full effects of various lighting 
Further developments in the use of full- One such model bogie has been pro- schemes to be immediately assessed. 


size models have been in use for some duced in connection with future tube 
time in the workshops of London Trans- stock design and is shown in the photo- 
port. These are models produced graph reproduced above. The bogie is 
solely for engineering purposes as mounted on a platform and above it 
distinct from operating requirements, has been constructed the headstock and 
and they are intended to solve problems that part of the underframe associated 
brought about by limitations of space in with the drawgear and buffer arrange- 


Such a model is also used to determine 
the best position for route diagrams 
and advertisements in relation to light- 
ing, the best form of windscreens at 
doorways, and the height and location 
of handgrips and handrails. 

It has been found that the use of full- 


London Transport rolling stock. ments. size models allows the finalising of roil- 

Complete full-size bogies have been Models of thi; gear, together with the ing stock design to a far greater extent 
constructed in wood, with attachments automatic coupler, have been made and than hitherto. Previously, it was not 
such as shoegear, brake cylinders, and fitted. The superstructure above the t 


until the first car of a contract had been 
produced that the full effect of design 
changes could be seen, and any varia- 
tion required meant some delay. 


so on, providing in this way a clear indi- bogie is arranged to rotate about the 
cation of the problems involved in pro- bogie centre to represent the greatest 
viding adequate mechanical and elec- curvature met in service. 





Laminated Plywood in Van Building = verse curves and mountain gradients, 
. 3 , and encountered all weather conditions. 
Conciaded from page Gr) At the conclusion of the test, section; 
with gauges which indicate when refuel- of body were torn open sufficiently for 
ing or resetting of the temperature con- the inspection of floor, sides, ends, roof 
trol is required. Provision is made also and sills. The engineers and construc- 
for automatic ventilation of the car for tion men reported that the bonding of 
removal of objectionable smells or pos- the laminated pieces was intact and 
sible excessive humidity. structure undamaged. Laboratory tests 
During the 6,000-mile test already have shown that the phenolic bonds are 
mentioned the van was hauled over the stronger than the wood, can withstand 
tracks of seven railways in the central an unlimited number of wet and dry 
and eastern United States. It travelled cycles, and are little affected by heat 
in local trains, and through trains run-_ that will char wood. 
ning at speeds up to 65 m.p.h., and was An operating advantage of the con- 
subjected to the same handling as the struction is that most damage to be ex- 
other vans, being switched, placed in pected in service will require only light IRON AND STEEL OuTruT.—Steel produc- 
different positions in the trains from repairs, which unskilled or semi-skil’ed tion in May was affected by the Whitsun 
next to the locomotive to the tail end, workmen can make, using simple tools holidays and was at an annual rate of 
and started and stopped innumerable and materials, such as a small electric 15,864,000 tons as compared — with 
times. It traversed tangent tracks, re- portable circular saw or an ordinary 16,597,000 tons in May last year. 


hand saw, hammer and nails for creat- 
ing bonding pressure, plywood sheet 
and bonding adhesive. 

They would saw away the damaged 
area of plywood skin up to about the 
middle of ribs nearest the section, cut a 
sheet of plywood to fit the opening, 
apply adhesive to ribs and plywood 
where they are to be bonded, and _ nail 
the sheet in place. If ribs are damaged, 
new pieces can be laminated and in- 
serted. Therefore the making of repairs 
is fairly simple and quite inexpensive 
carpenter or cabinet-maker work. 
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Shunting Locomotives for the Sudan Railways 


A {ONG the orders recently completed 

by the Hunslet Engine Co. Ltd. 
is one for ten six-coupled tank !oco- 
mo ives for the Sudan Railways. The 
locomotives, which have been con- 
str cted to the limits and fits practice of 
th L.M.A., are required for heavy 
shuating in goods yards and for <ervice 
in station sidings. 


Ten 3-ft. 6-in. gauge tank 
engines for heavy duties 


Weighing 36°75 tons in working 
order, this locomotive provides a trac- 
tive effort of 13,400 Ib. at 75 per cent. 
boiler pressure, and a saturated boiler 
is fitted containing 111 tubes of 2 in. out- 
side diameter. The number of tubes was 
deliberately restricted because of bad 
water; for this reason the bottoms of the 
tube plates are clear of tubes so as to 





provide ample space for the removal ot 
scale along the bottom of the boiler 
barrel during washout. 

For similar reasons the boiler is fitted 
with 18 washout plugs and four mud- 
hole doors. The barrel is constructed of 
two rings, 3 ft. 7} in. dia. and 3 ft. 83 in. 
dia., and is 9 ft. 5 in. long. A copper 


firebox 5 ft. 9 in. long over the back- 








180 LB. PER SQ. IN. 





6" 3" 


WEIGHTS IN WORKING ORDER = 








SRR NE | OE eee 
; WATER L000 GAL. "| =in 


Ho ee 
ssileeinpsac Nn 


was anaacana aera \ 


3'.35"DIA. 





Diagram showing principal weights and dimensions 
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plate is fitted. The boiler is supported 
at the rear by expansion angles riveted 
to the firebox sides, while the smokebox 


is riveted to an extension of the top of 
the frame, above the front frame 
stretcher. 


Boiler and firebox are lagged with 
magnesite blocks 14 in. thick on the 
barrel and | in. thick on the firebox: 
two Ross-pop safety valves are fitted. 
The front half of the grate is of the lever 
operated drop type. 

The cylinders, 14 in. dia. by 20 in. 
stroke, are set at an incline of 1 in 20, 
and are lagged with magnesia blocks. 


British 
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The flat slide valves are fitted with 
balancing strips. Cylinder lubrication 
is provided by a Detroit-sight-feed lubri- 
cator. Cast-steel axleboxes have gun- 
metal bearings, with Stone’s C white- 
metal inserts; liners are of phosphor- 
bronze and lubrication is by a Wakefield 
mechanical lubricator. 

Hand and automatic vacuum brake 
equipment is installed, the latter having 
one 21 in. dia. cylinder. Because of the 
extreme heat in the Sudan, the cab has 
been designed with a view to providing 
adequate ventilation and shade, and a 
double roof has been fitted, together 
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with a ventilator. There are nm 


in- 
dows; holes are provided in the ‘ont 
and rear weather boards. The roo’ late 
extends over the cab | ft. 14 in. o: ‘ach 
side. 
The principal dimensions of the  co- 
motive are as follow: — 
Cylinders (2) 14 in. dia. by 20 oke 
Wheels, dia. 3 fe. 34 in. 
Heating surface : 
Boiler and flue tubes... 566 sq. ft. 
Firebox 2 71-5 sq. fe. 
Tota! evaporative 637-5 sq. ft. 
Grate area ‘ 10-9 sq. ft. 
Boiler pressure ... ... 180 1b. per sq. ir 
Tractive effort at 87 per 
cent. boiler pressure... 13,400 Ib. 
Water capacity ... ... 1,000 gal. 
Bunker capacity, coal 2 tons 


Railways Standard Rolling Stock 








The photograph reproduced above, taken at Shenfield on the Eastern Region, shows a complete train of British 
Railways standard coaching stock hauled by “* Britannia,” standard 4-6-2 locomotive No. 70000 


LENGTH OF SINGLE-DECK PUBLIC SERVICE 
VEHICLES.—The maximum overall length of 
all four-wheel single-deck public service 
vehicles may, as from June 16, be 30 ft., 
irrespective of the date of first registration 
of the vehicle. This is laid down by the 
Motor Vehicles (Construction & Use) 
(Amendment) Regulations, 1951, made by 
the Minister of Transport, 


INTERNATIONAL TRAVEL POSTER COMPETI- 
TION.—Prizes to the total of $2,250 are 
offered in an international poster competi- 
tion to be organised under the sponsorship 


of the European Travel Commission. 
Entries are invited from all Western 
European countries and each country 


taking part will set up a panel of experts 
to judge entries from its own nationals. 


The three best entries from each country 
will then be forwarded for judging by an 
international jury in Brussels, consisting 


of representatives from the European 
Travel Commission, the International 
Union of Official Travel Organisations, 
and the Organisation for European 
Economic Co-operation. The competi- 
tion is Open to anyone in the United 


Kingdom, and in this country entries will 
be judged by a panel to be appointed 
jointly by the Royal Society of Arts and 
the British Travel & Holidays Association. 
The theme of the poster will be “ Travel 
is the Sign of Freedom” and its design 
is to encourage’ international travel. 
August 8 is the closing date. British com- 
petitors should send their posters to the 
Production Manager, British Travel & 


Holidays Association, 17, Douglas Street. 
London, S.W.1; marking the wrapper 
* Poster Competition,” and all entries 
should be accompanied by a postal order 
for Is. to cover the cost of their return. 


New STATION FOR CARPENDERS PARK. 
Plans for a new passenger station, estimated 
to cost £90.000. at Carpenders Park, on the 
Watford electric line of the London 
Midland Region, have been approved by 
the Railway Executive. The present 
station, which consists of timber buildings, 
was opened in 1914 as a halt to serve 
Oxhey golf course. The new station has 
been designed by the Architect to the 
London Midland Region, and in its con- 
struction full advantage will be taken of 
modern materials construction. 
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RAILWAY NEWS SECTION 


PERSONAL 


*RESENTATION TO MR. H. G. IvATI 

ir. H. G. Ivatt, Chief Mechanical 
En ineer, London Midland Region, British 
Ra.lways, who is retiring at the end of this 
mc ath, was the recipient of a presentation 
froia Mr. R. A. Riddles, Member of the 
Ru lway Executive for Mechanical & Elec- 
trial Engineering, at Derby on June 5. The 
prisentation was made at a luncheon which 





Mr. 
General Manager, North Western Railway, Pakistan, 


W. A. Hewitt 


who is in the United Kingdom 


followed the last Works Superintendents’ 
meeting to be held by Mr. Ivatt before his 
relirement. 


Mr. W. A. Hewitt, General Manager, 
North Western Railway, Pakistan. who, 
as recorded in our June 1 issue, is in the 
United Kingdom on leave, was born in 
May, 1900, and was educated at 
St. Peter’s College, Radley, where 
he gained an exhibition. In 1917 he 
joined the L.N.W.R. as a_ probationer 

d served in H.M. Forces from 1918 to 
1919. After resuming his duties with the 
L.N.W.R. Mr. Hewitt gained exverience in 
various branches of the Operating and 
Commercial Devartments; he also attended 
number of courses on different subjects 
nnected with railways, at the London 
hool of Economics and at Victoria Uni- 
rsity, Manchester. In 1924, he joined the 
sengal & North Western Railway, India, 

Assistant Traffic Sunerintendent and was 
omoted District Traffic Superintendent in 
37. Mr. Hewitt officiated as Deputy 
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Traffic Manager from 1947 and also as 
Traffic Manager for a short time in the 
same year. At the time of partition he 
opted for Pakistan and was transferred to 
the North Western Railway. Shortly after 
joining the North Western Railway, Mr. 
Hewitt was avpointed Divisional Superin- 
tendent, Multan, in 1947, and in June. 1948, 
he became Chief Onerating Superintendent. 
He was appointed General Manager in 
1950. 


Mr. Bagir Ali Khan Qizilbash, Chief 
Operating Suverintendent, North Western 
Railway, who, as recorded in our June | 
issue, has been appointed to officiate as 
General Manager, was born in January, 
1898, joined the State Railways as an 
Assistant Traffic Superintendent in 1922. 
and was posted to Karachi as Assistant 
Transportation & Commercial Officer in 
1924. He was promoted to the senior scale 
in 1935 and worked in the Transportation, 





Mr. B. A. K. Qizilbash 


Appointed to Officiate as General Manager, 
North Western Railway, Pakistan 


on leave 


The Honourable J .E. Duggan, Minister 
of Transport for Queensland, and Mr. V. 
Hall, Chief Mechanical Engineer, Queens- 
land Government Railways, are on a visit 
to Great Britain. Mr. Duggan expects to 
return to Queensland on June 24 and subse- 
quently will be followed by Mr. Hall. 


LONDON MIDLAND REGION APPOINTMENTS 


The following staff changes are an- 
nounced by British Railways, London 


Midland Region: 

Mr. J. Smith, Assistant to District Operat- 
ing Superintendent, London (Midland), to 
be Assistant to District Operating: Superin- 
tendent, London (Western). 

Mr. W. R. Haynes, Deputy Chief Con 
troller, Operating Superintendent's Office, 
Liverpool Street, Eastern Region, to be 
Assistant to District Operating Superin- 
tendent, Derby. 

Mr. J. Hopwood, Yardmaster, Wakefield, 
North Eastern Region. ‘o be Assistant to 
District Operating Superintendent, Barrow 
(located Workington). 


Commercial and Personnel Branches in 
various Divisions of the North Western 
Railway. In 1942 he was transferred to 
the Headquarters Office as Senior Assis 
tant, Personnel, and rose to be Deputy 
General Manager, Personnel, in 1945. 
After working for a brief period imme- 
diately after partition as Joint Director, 
Traffic, Railway Division, Pakistan Gov- 
ernment, he was posted to Lahore as Divi- 
sional Sunerintendent. In June, 1949, he 
was appointed to officiate as Chief Operat- 
ing Superintendent, North Western Rail- 
way, and was confirmed in that position in 
April, 1950. 


Mr. H. R. Naylor. Works Manager of 
the Angus Shops. Montreal, Canadian 
Pacific Railway, has retired, and has been 
succeeded by Mr. W. D. Dickie, Assistant 
Works Manager, Locomotive, Angus. Mr. 
Naylor began his career in England with 
the North Eastern Railway and joined the 
Canadian Pacific Railway Angus Shops 
in 1907. 











Mr. G. Rogers 


Appointed Chief Traffic Manager, 
Victorian Railways 


Mr. G. Rogers. formerly Assistant 
General Superintendent, Victorian Rail- 
ways, who, as recorded in our June 1 issue, 
has been appointed Chief Traffic Manager. 
joined the railway department in 1907 as 
a lad porter. He was Stationmaster at 
Locksiey in 1914, remained there for three 
years before joining the relieving staff, and 
subsequently served in the Tourist Bureau 
and at Railways’ Head Office. Melbourne, 
in the Timetables -Division. Mr. Rogers 
was appointed Traffic Inspector in 1922, 
and four years later, went to Geelong as 
Assistant District Superintendent. He 
became District Superintendent at Seymour 
in 1931, Metropolitan Superintendent in 
1936, and Superintendent of Train Services 
in 1940. During this period he was engaged 
on industrial work with the department's 
advocate before the Classification Board, 
and also did research work with the Trans- 
port Committee. Before his appointment 
as Assistant Generai Superintendent last 





Mr. W. Crawford 
Appointed Assistant to Operating Superintendent, 
Southern Region 
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Mr. T. R. Collier 


Appointed Assistant Chief Traffic Manager, 
‘ictorian Railways 


year, Mr. Rogers was Outdoor Assistant to 
the General Superintendent. 

Mr. T. R. Collier, who, as recorded in 
our June | issue, has been appointed Assis- 
tant Chief Traffic Manager, Victorian Rail- 
ways. joined the transportation branch in 
1910 as a lad porter, and since then has 
had wide experience as Stationmaster. 
[rain Dispatcher, Traffic Inspector, Assis 
tant District Superintendent, District 
Superintendent and Metropolitan Superin- 
tendent. In the first World war he rose 
to the rank of Lieutenant and won the 
Military Cross and Bar. During the recent 
war he was transferred from the railways 
at the request of the Commonwealth 
Government. and subsequently became 
Director of Railway & Road Transporta- 
tion in the Department of the Army, with 
the rank of Colonel. When he returned to 
the railways he was made Staff Superin- 
tendent in the then Transportation 
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Mr. &. G. Crabb 

Appointed Assistant to Commercial Superintendent 
(Freight Rates & Charges), 

Eastern Region 
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Mr. H. M. Blackwood 


Appointed Public Relations Officer to the 
Tasmanian Transport Commission 


Branch. Mr, Collier has been Presicent 
of the Victorian Railways Institute for 
three years. 


Mr. H. M. Blackwood, who, as recorded 
in our June 8 issue, has been appointed 
Public Relations Officer to the Tasmanian 
Transport Commission, has had extensive 
experience in journalism. For ten years 
before 1936, he was on the literary staff of 
The Advocate and resigned to enter the 
public service as Private Secretary & 
Publicity Officer to the Premier of 
mania; in 1939 he was appointed to the 
position of Assistant Secretary of the 
Transport Commission. In his capacity of 
Public Relations Officer, Mr. Blackwood 
will be giving special attention to publicis- 
ing the new equipment, which includes 
diesel railcars. In addition to his duties as 
Public Relations Officer, Mr. Blackwood 
will continue as Secretary of the Road 
Safety Council of Tasmania. 


S- 





Mr. A. T. Salmon 


Appointed Publicity Assistant, 
Eastern Region 
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Mr. W. Crawford, Chief Trains Clerk, 
Southern Region, who, as recorded in our 
May 18 issue, has been appointed Assis 
tant to the Operating Superintendent, 
began his career in 1904 in the Office of 
the Superintendent of the Line, S.E.C.R., 
and from 1914 to 1918 was a member of 
the railway committee dealing with War 
Office emergency schemes. In 1924 he 
went to the Chief Operating Superinten- 
dent’s Department, Waterloo, Southern 
Railway, and was promoted Chief of Pas- 
senger Section in 1941, and Chief Trains 
Clerk in 1945. In 1944 Mr. Crawford was 
the Southern Railway representative ap- 
pointed to consider and report, in con- 
junction with the L.P.T.B., on postwar 
development of London railways. The 
following year he became a member of 
the sub-committee appointed by the Rail- 
ways (London Plan) Committee. He was 
awarded the M.B.E. in 1948. 


Mr. F. G. Crabb, Assistant to Commer- 
cial Superintendent (Rates & Charges— 
Goods), Eastern Region, who, as recorded 
in our June 8 issue has been appointed 
Assistant to Commercial Superintendent 
(Freight Rates & Charges), Eastern Re- 
gion, was educated at Trinity Grammar 
School, Wood Green, and entered the ser- 
vice of ‘he former Great Northern Rail- 


way as a junior clerk at Kings Cross 
Goods in 1913, During the 1914-18 war 


he served with the Honourable Artillery 
Company from January, 1917, until Octo- 
ber, 1919. and on his return to railway 
service had experience at various goods 
stations and in the London Suburban Dis- 
trict Goods Manager’s Office. He was ap 
pointed Chief Clerk, Tottenham, in 1936 
and was transferred to the Goods Man- 
ager’s Office, L.N.E.R., London, in 1937. 
In 1945 Mr. Crabb was appointed Chief 
Claims Clerk, Goods Manager's Office. 
and was responsible for the widening of 
the Claims Prevention Organisation. He 
remained in this position until 1946 when 
he became Deputy Chief Assistant, Goods 
Rates & Charges, in the same office, and in 
1948 was appointed Assistant to Commer- 
cial Superintendent (Rates & Charges 
Goods), Eastern Region. 


Mr. A. T. Salmon, Production Assistant 
to the Publicity Officer, Railway Executive, 
who, as recorded in our May 25 issue, 
has been appointed Publicity Assistant 
to the Public Relations & Publicity Officer. 
Eastern Region. joined the service of the 
Great Central Railway in 1919 and until 
the amalgamation in 1923 was employed 
in the Chief Goods Manager's Office. He 
was then transferred to the Managing & 
Salaried Staff Section of the Chief General 
Manager’s Office of the L.N.E.R. From 
1930 to 1940 he served successively in the 
Continental, Holiday Resorts and General 
Facilities Sections of the Advertising 
Manager's Office. Marylebone. After a 
further period of nineteen months in the 
Chief General Manager’s Office he was 
appointed to a Staff post in the Divisional 
General Manager’s Office, Edinburgh, and 
in 1946 became Chief Staff Clerk to the 
Superintendent, Locomotive Running 
Superintendent & Passenger Manager, 
Scottish Area, L.N.E.R. He remained in 
Edinburgh until the end of January, 1949, 
the 


When he was loaned to Railway 
Executive, and he was appointed as 
Production Assistant to the Publicity 


Officer, Railway Executive in March, 1949, 


Messrs, H. R. Cayzer, M. A. R. Cayzer, 
and B. G. S. Cayzer have joined the board 
of the Foreign Railways Investment Trust 
Limited. 


THE RAILWAY GAZETTE 
The King’s Birthday Honours List 
The following is a selection, further to 
that published in our last week’s issue, of 
honours of transport and industrial interest 
from the King’s Birthday list :— 
C.B. 
Mr. John Robert Willis, M.C., Under- 
Secretary, Ministry of Transport. 
C.B.E. 
Mr. Archibald Campbell, M.I.Mech.E., 
M.I.Loco.E., Chief Mechanical Engineer, 


Office of the Crown Agents for the 
Colonies. 
Mr. William James Moffatt, Director- 


General, Iraqi State Railways. 
O.B.E. 


Mr. Lionel Cleaver, A.M.I.C.E., Harbour 
Engineer, Docks & Canals Division, Minis- 
try of Transport. 

Lt.-Colonel Ronald 
T.D., lately Ministry of 
sentative in Poland. 


Hazell, M.B.E.. 
[ransport Repre- 


Mr. Bertram Howard Johnson, Chief 
Engineer, Rhodesia Railways. 

Mr. William Marsh, Assistant to the 
Accountant, British Railways, Southern 
Region. 

Mr. John Matthew Drennan, D.C.M.. 


Head of Department, Class B, Office oi 
the Crown Agents for the Colonies. 

Mr. Albert Berina Sturgess, Chief Execu- 
tive Officer, Ministry of Transport. 

Mr. Mark Hartland Thomas, F.R.I.B.A.. 
Chief Industrial Officer, Council of Indus- 
trial Design. 


M.B.E. 
Mr. Ernest Barker, Chief Foreman, 
Boiler Department, Locomotive Works. 


Gorton, Railway Executive. 

Mr. Herbert Robinson Blyth, Passenger 
Trade Group Secretary, Transport & 
General Workers’ Union (Region No. 8). 

Miss Dorothy Helen Brown, Higher 
Executive Officer, Ministry of Transport. 

Mr. Frederick William Clifton, J.P.. 
General Secretary, London’ Transport 
(Central Tram & Trolleybus) Sports Asso- 
ciation, London Transport Executive. 


Mr. James Norman Stewart Craig. 
Higher Executive Officer, Ministry of 
lransport. ; 

Mr. George Furlong, for services to 


Railway Department, Mauritius. 

Mr. Sidney George Jemmett, Assistant 
for Special Duties to the Restaurant Cat 
Superintendent, Hotels Executive, British 
Transport Commission. 

Mr. John Charles Kirkpatrick, . Chief 
Welfare Officer, English Electric Co. Ltd. 


Mr. Lawson William Lane, Deputy Chief 


Transportation Officer, Rhodesia Railways. 
Mr. Alfred James Randall Master. 
Assistant Superintendent (Hotels & Cate! 
ing), East African Railways & Harbours. 

Mr. William  Chistopher Meredith, 
Foundry Manager. Hadfields Limited. 

Mr. Arthur Frederick Moss, District 
Operating Superintendent, Glasgow, Scot- 
tish Region, British Railways. 

Mr. George Frederick William Patterson, 
Chief Metallurgist. Murex Limited. 

Mr. Joseph Ernest Peirson, Group 
Manager, Bermondsey Group, South 
Eastern Division, Road Haulage Executive. 

Captain James Laurence Peterson, Dock- 
master, Barry. Docks & Inland Waterways 
Executive. 

Mr. Edward John Cecil Reed, 
A.M.LC.E., Senior Resident Engineer, Civil 
Engineer's Department, British Railways, 
Southern Region. 

Mr. Arthur Ernest Roberts, Senior 
Executive Officer, Ministry of Transport. 
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Sewell, 


Mr. Arthur Charles Herbert 
of the 


Higher Executive Officer, Office 
Crown Agents for the Colonies. 
Mr. John Barron Sheehan, Senior Execu- 
tive Officer, Ministry of Transport. 
Mr. Walter Rawson Snell, Production 
Manager, Main Diesel Works, Ruston & 
Hornsby Limited. 


Mr. Sidney Charles Taylor, Clerical 
Officer, Ministry of Tran'sport. 
Mr. Thomas Tinning, Stationmaster, 


Glasgow Central, Scottish Region, British 
Railways. 

Mr. Stanley Cecil Wells, Traffic Manager, 
East Yorkshire Motor Services. 


Companion, Imperial Service Order 


Mr. Percy Roy Angus, A.M.I.Mech.E., 
M.N.Z.LE., lately Chief Mechanical 
Engineer, New Zealand Government 


Railways. 


ENGINEER & RAILWAY STAFF CORPS 

The following appointments were 
gazetted recently under the heading of 
Territorial Army—Royal Engineers: Engi- 
neer & Railway Staff Corps:— 

Lt.-Colonel W. H. S. Tripp, M.C., T.D., 
M.LC.E.. M.I.Mech.E., resigns his com- 
mission, May 26, 1951, retaining the rank 
of Lt.-Colonel. 

Lt.-Colonel J. Briggs, O.B.E.. M.1.C.E., 
resigns his commission, May 26, 1951, re- 
taining the rank of Lt.-Colonel. 


Mr. Walter Woodbine Parish and 
Major-General A. E. Davidson have re- 
tired from the board of the Vulcan Foun- 
dry Limited, and Viscount Bridgeman has 
been elected a Director. 


Mr. A. A. Golding, Manager of the Post 
Office (London) Railway, has retired and 
has been succeeded by Mr. W. D. McLaren. 


Mr. A. S. Bramworth, Assistant Works 
Manager (New Works), York, North 
Eastern Region, has been appointed Assis- 
tant Carriage & Wagon Works Manager, 
York. 


A paragraph. which appeared in our 
June 8 issue, showing the composition of 


the Council of the Institution of Civil 
Engineers, should have stated that the 
Council will be for the session 1951-52 


and will take office in November. 


Mr. R. H. R. Loughborough has been 
elected to the board of directors of the 
American Car & Foundry Company. 


The London Transport Executive has 
announced the appointment of Mr. E. P. 
Lumley as Divisional Depot Engineer “ B” 
in the Running Division of the Depart- 
ment of the Chief Mechanical Engineer 
(Railways). 


Mr. Frank Simpson, Manager of the 
Newfoundland District, Canadian National 
Railways, who, as recorded in our May 
18 issue, has been appointed Chief of Car 
Service for the system, was born in Aber- 
deen, Scotland, in 1890, He started his 
railway career with the North British 
Railway in 1906 and on moving to Canada 
in 1911 entered the service of the Grand 
Trunk Pacific Railway, now part of the 
Canadian National system. He advanced 
to various positions in the engineering, 
valuation and transportation branches of 
the Operating Department and in 1938 was 
made Assistant to Vice-President of Opera- 
tion at Montreal. Mr. Simpson was 
appointed Manager of the Newfoundland 
District when the Newfoundland Railway 
was taken over by the C.N.R. in 1949. 
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British Transport Commission Statistics (Period No. 4) 
Summary of the principal statistics for the four-week period ending April 22 
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Institution of Railway Signal Engineers 


e annual general meeting of the Insti- 


tution of Railway Signal Engineers was 
held in London on March 9, 1951, with the 
retiring President, Mr. F. Horler, in the 
chair at the opening of the proceedings. 
After Mr. G. J. Dickin, Honorary General 
Secretary, had read the notice convening 
the meeting and the report of the auditors, 


Mr. Horler reviewed the main features of 
the Council’s report for 1950, drawing 
special attention to the financial position, 
which was causing the Council some anxi- 
ety, and to membership figures. He dwelt 
on the large amount of voluntary work 
done by the officers and the various com- 
mittees and their secretaries, by whose 
efforts a fine record of technical achieve 
ment for the past year had been built up. 

Mr. Horler said that the support given to 
him had been most encouraging and the 
success of the meetings gratifying. The 


indard of papers read had been high, and 
the social aspect of the Institution's activi- 
had been well maintained. Both the 
to Dublin, where they were cordially 
welcomed by the officers of Céras lompait 
Eireann, and to the new signalling on the 
London-Shenfield line, were highly success- 
ful. The annual dinner had been equally 
enjoyable. 

The signalling lectures at Mancheste1 
and York continued a form of work 
which had been one of the most important 
the Council had embarked on. It had also 
iken a keen interest in the progress of the 
Signal & Telegraph Technical Societies, and 
he had been privileged to : sit them all and 
see for himself how well they were carried 
on. The membership of the Institution had 
grown, in spite of the rather strict condi 
ns under which entry to it was now 
nted 
Mr. B. Reynolds, Honorary Treasurer, 
an informative review of the annual 
accounts and balance sheet, explaining the 
differences between them and those for 
1949. The ordinary working account of the 
Institution would have shown a loss but for 
support obtained from the sale of lecture 
booklets. In common with several other 
the Institution was finding that ris- 
ing costs, especially of ~— were prov- 
ing a handicap in view of the fixed income 
jon subscriptions, which had not been in- 
creased in proportion. The increase in the 
accumulated fund had not been as great as 
in the previous year. 


ies 


visil 
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bodies, 


Prizes for Papers 
[he report and accounts were formally 
idopted, after which Mr. Horler presented 


to Mr. H. W. Hadaway the prize for the 
best paper read before the Institution in 
1950, “Improvements in Track Circuit 


Shunts (Injector Track eri . 
prize, awarded to Mr. Towers for a 
paper “ Signalling Raat helen on the 
Bombay Baroda & Central India Railway.” 


The second 


could not be presented, but will be given 
when Mr. Towers is next in England. 

Mr. Horler announced the result of the 
ballot for election of Council, as follows: 
-resident, Mr. S. Williams; Vice-Presidents. 
Mr. T. S. Lascelles and Mr. T. Austin; 
Members of Council, Messrs. E. G. Brent- 


nall, F. Burton, C. G. Derbyshire, F. B. 
Egeinton, J. H. Fraser, J. C. Kubale, W. 
Owen, D. G. Shipp, J. F. H. Tyler, C. F. D. 
Venning, R. A. Green, F. Mann, N. Mar- 
shall, A. L. Mills, R. A. Powell, and M. Le 


Sucur. The Council would in due course co- 


Annual general meeting, presentations, and 
Mr. 


S. Williams's presidential address 


opt « number of past-Presidents. Messrs. 
C. F. Burton & Co were re-appointed audi 
tors. After one or two questions had been 
raised concerning the method of Council 
election adopted, and the Institution's 
library collection, Mr. Horler invited Mr. S. 
Williams to take the chair, after which Mr. 
A. Moss moved and Mr Dell seconded 
a cordial vote of thanks to Mr. Horler for 
his services as President during the preced- 
Ing session. 
Presidential Address 

Mr. S. Williams then delivered his presi- 
dential address (a telegram congratulating 
him on his election was received from Mr. 
E. G. Brentnall, Assistant Signal & Tele- 
communications Engineer, London Midland 
Region, who was attending a meeting of 
the International Union of Railways) 

The address referred to a number 
matters of special interest to signal 


of 
engl 


neers at the present time. Nationalisation 
would have to bring standardisation of 
principles, practice, and equipment, even 


possibly of administration, with suitable ad- 
justments, but it ought never to trap them 
into standardisation of thought and outlook. 
Much of the value of the Institution was in 
forming a common ground where manufac 
turers and users of apparatus could meet 
and exchange comment and criticism. Their 
railway representatives were now seen 
travelling in many countries in search of in- 
formation, and standardisation would not 
mean stagnation in the signalling profes 
sion. 

It was due as much to initiative and 
original thought as to a sense of tradition 
that difficulty arose in arriving at decisions 
on methods and designs to be commonly 


applied. Much remained to be done to 
improve existing telecommunications sys 
tems and carry out developments when 


finances permitted. Rapid communication 
was essential to the efficient running of a 
railway and the present telegraph network 
was not carrying the traffic of which it was 
capable Telegrams could often be used, 


sent over such circuits, to relieve the tele- 
phone lines. The extension of the tele 
printer system to other than point-to-point 


links and the provision of dialling facilities 
were under review, with a scheme for 
more teleprinter exchanges. The rapid 
distribution of messages to their addresses 
was to be further facilitated. 

Present trunk telephone systems were 
overloaded and the problem was to pro- 
vide additional channels, but there were 
factors at present limiting what could be 
done with carrier equipment. The more 
effective use of such extra channels was 
necessary to avoid waste of valuable circuit 
time and the extension of voice frequency 
methods on certain lines was worth investi- 


gating. Message time lost by line faults 
increased with carrier-type circuits and 
standards of maintenance would call for 


more attention, would the standardisa- 
tion of railway switchboards. The handling 
of public telephone messages, especially at 


as 


holiday times, was being improved by a 
system of storage of incoming calls; one 
Londen terminus was already equipped. 


Loudspeaker apparatus at stations was being 
studied with a view to securing uniformity 
of technique, and high- -frequency systems 
of communication were being experimented 
with. All these matters raised the question 
of attracting and keeping the highly-trained 


staff needed to maintain complex equipment 
at the peak of efficiency. 
There was scope for original thought on 


the signalling side of their work. Much 
standardising was being undertaken, 
through certain committees, but full-time 
representation on them might be needed 
to obtain satisfying results. Endeavours 


were being made in the meantime to apply 
the best of existing designs and avoid all 
uneconomic scrapping. A field for this class 
of work was the oil signal lamp, which 
would have to remain with them for many 
years, and it was desirable to adopt a pattern 
able to be produced at reasonable cost in 
numbers and fixed to the existing signals. 
Oil consumption had been overstressed at 
the expense of satisfactory illumination. 

There was also the vexed question of the 
regular care of the lamps. It was for seri- 
ous consideration whether the Signal Engi- 
neer should not be wholly responsible for 
them. The railways now had their own 
laboratory facilities for investigating this 
and many other problems. St indardisation 
of level crossing equipment and items in- 
volving drop stampings needed to be dealt 
with at an early stage 

An important part of Mr. Williams’s ad- 
dress concerned the possible application of 
reversible line working at termini and 
bottlenecks in open country where condi- 
tions prevented multiplication of tracks. 
Such working had been applied successfully 
in other countries, but was coupled invari- 
ably with local re-construction and formed 
part of a fundamental design. There had 
been only agp or four examples here; and 
at least one case was for emergency use 
only. 


Unified Control 

Most American applications depended 
for success on a unified control over a con- 
siderable stretch of line with remote opera- 
tion of high-speed crossings, and so on; 
nevertheless the subject deserved considera- 
tion by our operating and signalling officers 
in relation to our own speci il circumstances. 
The application of the principle to open 
country locations would enable a superior 
class train to overtake one of lower class 
running in the same direction without check, 
subject to maintaining marginal.clearances. 

Finally, Mr. Williams dwelt on the im- 
portance of the signal engineer making 
frequent observational runs from the foot- 
plate of expresses. Only so could he assess 
iccurately the success or otherwise which he 
had achieved in giving the drivers the neces- 
sary indications in, all weathers throughout 
the 24 hours. However well he might know 
his railway on paper, repeated trips were 
necessary to identify any defect. particularly 
at night or during fog or snow. Observation 
under the worst conditions was essential if 
a satisfactory standard was to be attained. 

At the conclusion of the address, for 
which a hearty vote of thanks was proposed 
by Mr. J. C. Kubale, seconded by Mr. T. S. 
Lascelles, two films were shown by the 
President. One covered a series of views of 
signals as seen from the footplate of the 
10 a.m. express from Euston to Glasgow, 
between London and Carlisle, intended to 
show selected locations of both semaphore 
and colour-light type signals. The other was 
the B.B.C. film of the London-Brighton run, 
covered in a film time of 5 minutes, equal 
to about 700 m.p.h. as seen from the cab of 
an electric train. 
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International Union of Railways 


Proceedings of the 
at Eastbourne of 


The five committees of the International 
Union of Railways held their annual meet- 
ings in Eastbourne during the fortnight 
ended June 8, as mentioned in our June 1 
issue. The proceedings were opened on 
May 28 by Mr. John Elliot, Chairman of 
the Railway Executive, who at a plenary 
session welcomed delegates on behalf of 
British Railways. The other member rail 
way administrations represented were those 
of Austria, Belgium, Denmark, France. 
Germany (Western), Italy, Jugoslavia, the 


Netherlands. Norway, Portugal. Spain, 
Sweden, and Switzerland. 
Work of the Committees 
First Committee (Passenger Traffic): In 


the absence through indisposition of M1 
R. H. Hacker, Chief Officer (Continental), 
the Railway Executive. Mr. R. E. Sinfield. 
Continental Superintendent. British Rail- 


ways (Southern Region), acted as Chair 
man. The committee examined various 
commercial questions, including — travel 
agents commissions on _— international 


tickets, the adaptation from a commercial 
viewpoint of passenger transport to new 
circumstances. and (in conjunction with the 
Second Committee) competition and 
operation between rail and road for inte 
and international passenger and 
traffic. 

Second Committee (Goods — Traffic) 
Under the chairmanship of M. Dirlewange: 
(Swiss Federal Railways) the committee 
discussed inter alia the carriage of articles 
of exceptional dimensions and _tarification 
of containers in international traffic; als« 
(in conjunction with the Fourth Com 
mittee) the advantages and disadvantages 


co 


rm 
I t 


goods 


of covered and open Wagons, methods of 
palletisation in international traffic and a 
type of standard pallet, specially fitted con 
tainers. and means of increasing average 
transit speeds 

Third Committee (Finance, Accountancy 
& Statistics): With M. Desorgher (Belgian 





National Railways) presiding. 
examined by the committee included stan 
dardisation of railway statistics, methods ot 


questions 


calculating costs, regulations for the ragl 
way Central Clearing House. Brussels 


(B.C.C.), accountancy regulations for 
national traffic. and exchange risks in cases 
of international currency manipulations 


nter 


Fourth Committee (Operating) [The 
Chairman of the committee was Signot 
Palmieri (Italian State Railways). Among 


the subjects discussed were the sorting and 
routing of complete wagon loads, compat 
son of operating methods of member rail 
ways of the LU.R.. analysis of the move 
ments of empty stock in international 
traffic, and methods of operating palletised 
traffic; also (in conjunction with the Fifth 
Committee) of per- 
manent way of 
safety devices. 
Fifth Committee 


increased capacity 
nstallations by the use 
(Technical Questions): 
The work of the committee. under the 
chairmanship of M. Parmantier (French 
National Railways). was performed by the 
several sections (electricity, rolling stock, 
and permanent way) and its sub-committees 
The agenda of the electricity section 
included questions of common interest to 
member railways relating to electrical 
equipment of rolling stock, and participa- 
tion in the work of the International Joint 
Standing Committee for Electric Traction 
Equipment (C.M.T.), rules for the construc- 


tion of electric railcars interavailable for 


annual meeting held 
the five committees 


working over lines electrified at 1,500 or 
3,000 V. d.c., and definition of the power 
categories of tractive stock (steam, electric, 
and diesel). Subjects discussed by the 
rolling-stock section included interchange- 
ability of spare parts for wagons in inter- 
national services, standardisation of wagon 
parts, insulated and refrigerator wagons, 
and conditions (loading-gauge, brake, and 
on) governing the running of Con 
tinental wagons in Britain. The permanent 
way section examined methods of cleaning 
ballast. 

In addition to the meetings of the five 
committees, delegates met to discuss the 
work of the C.LC.E. (Centre d'Information 
des Chemins de fer Européens), set up some 
months ago, with its headquarters in 
Rome, under the egis of the I.U.R. to dis 
seminate information on behalf of member 
railways and undertake publicity on behalf 
of the railways generally as a means of 
transport. 

Mr. John Elliot was host at a luncheon 
given by the Railway Executive on June 6. 


SO 


June 15, 105] 


Addressing the guests, Mr. Elliot con crat 


lated the delegates on the smooth progress 
of their deliberations and propos the 
health of the Continental delegates coupled 
with that of the Mayor of Eastbourne 
M. Tuja, General Secretary of the | U.R. 
replying, thanked Mr. Elliot and itish 
Railways for what they had done t ike 
their meetings in England so pleas In 
particular he mentioned Mr. Sinfic Mr 
L. H. K. Neil. Continental Traflic M ver, 
Eastern & North Eastern Regions, Mr 


H. J. Bourn, Assistant Continental S:perin- 
tendent, Southern Region, for the e 
arrangements which had been de 
Others present at the luncheon w 
Great Britain: Messrs. R. J. S$ 
Mayor of Eastbourne; David Blee, 
the Railway Executive; G. Wynne es 
Publicity Officer, the Railway Executive. 2. | 
Sinfield, L. H. K. Neil, and H. J. Bo nd 
B. W. ©. Cooke. Editor of The | 
Gazette. 
lustria: Herr Brill: Belginim M 
Cauwenberge: Denmark: M,. Jyrdal: | 
MM. Dargeou, Marois, and Roussea 
many (Western): Herr Hiiber, Hei 
Italy: Signor Laloni; Jugoslavia: M. | ca 
Netherlands: Messrs. Wansink and W S 
Norway: M. Stokke; Portugal: Senho 
Lapa; Spain: Senor Garnica, Senor | 0 
Sweden: M Berge! Switzerland iM 
Cottier, Dirlewanger, and Fallet 








Golden Jubilee of Railway Convalescent Homes 


Lord Hurcomb 


on the growth 


and importance of the movement 


Friday of last week was the 50th anni- 
versary of the opening of the first of the 


Railway Convalescent Homes, namely, that 
at Herne Bay, which was opened by Sir 


Henry Campbell-Bannerman on June 8, 
190] The trustees felt that the present 
times were not favourable for extensive 
celebrations. but that the occasion of the 
completion of 50 years of service to the 


railway and other transport workers of this 


country, should not be allowed to pass 
unnoticed. Arrangements were made, 
therefore, for t srincipal officers of 
British Railway d London Transport 
particularly associated with staff and wel- 
fure matters. together with the medical 
officers, to inspect the Herne Bay and Mar- 
gate Homes with the members of the 


board of trustees and of the L.M.S. Fund 


Executive. 
Tour of Inspection 

The party first inspected the Herne Bay 

where the 


Home, proceedings were pre- 
sided over by Mr. A. L. Crewe, Chairman 
of the Board of Trustees. He welcomed 
the guests, and in- particular Lord 


Hurcomb, Chairman of the British Trans 
port Commission and President of the 
Homes. and General Sir Daril G. Watson, 
a Member of the Railway Executive. Lord 
Latham, the immediate Past-President, was 
unable to attend. 

Lord Hurcomb spoke briefly of the early 
history of the movement, and of the promi- 
nent part played by the late John Edward 
Nichols, Cashier of the South Eastern & 
Chatham Railway, whom he described as a 
man of great foresight and deen humanity. 
He was glad that it was possible for Mrs. 
Durcurg (his daughter) to be present that 
day. Through his activities, and the 
generosity of J. Passmore Edwards, three 
acres of land at Herne Bay were conveyed 
on April 5, 1899, to a body of ten rail- 
waymen, drawn from all grades of the 


service and from 

which to build 

railway workers. 
In its first year of service, 


various COMPpantls 


convalescent home fo 


the Herne Bay 


Home took 131 patients: the grand 

was now 41.520. Moreover, other Homes 
had been opened from time to tir } 
various parts of the country, and to date 
the combined Homes had received 

of 203,196 patients Che initial a 

ment for members to pay a $d. a ek 
had been extended to include the 
ber’s wife. but otherwisd remained 


changed until 1945, when it became neces- 
sary to increase the charge to Id. a week 
With further rising costs, it was now 2d. a 
week, which Lord Hurcomb regarded 
very good investment. There were now ten 
Homes, and he assured his hearers of the 
warm interest of the B.T.C. in the con 
tinuance and extension of the moveme 
After a short service of rededication 
ducted by the Rev. E. Roberts, Vic it 
Herne Bay. the party went by coach to 
Margate and inspected the Margate Home. 
which was opened on October 29, 192 


CHEAPER HOLIDAYS NeeEDED.—Sir Alexan- 
der Maxwell, Chairman of the British 
Travel & Holidays Association, addressing 
the summer meeting of the Association of 
Health & Pleasure Resorts at Southport 
recently, said that this year there would be 
a further development of the tendency for 
people to look for new ways in which to 
spend their holiday, anything indeed that 
would reduce the cost and at the same time 
provide some sort of holiday. It was a 
development with which they would have 
to contend more and more in the future 
unless some solution could be found to the 
problem. He suggested a reduction in rail 
fares to attract holiday traffic outside the 
peak season and the promotion of holidays 
at all-in rates. 
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Staff & Labour Matters 


tailway “ Efficiency Committee ” 
Special Joint Committee (* Effi- 
Committee ”) of representatives of 
iilway Executive and of the three 
trades unions, set up under the 
rent of February 23 to consider 
and other economies and 
methods of increasing efficiency generally 
as recorded in our March 2 issue) has 
agreement on the following 





man 


wer 


rede d 
pou ‘ 

( ng-up: The practice of employing 
up to call footplate staff and guards 


Laie 

for rostered turns of duty should be dis- 
continued not later than July 30, 1951. 
Callers-up will be employed where re- 
quit to advise men if their rostered 
times of signing on duty are changed after 
1av booked off duty from the preced- 
ng turn. Everything possible will be done 


to prevent hardship for staff displaced as 
, result of the alteration in calling arrange- 
Partially-disabled men at present 
engaved on calling duties at depots at 


vhich redundancy arises will be given 
priority over able-bodied men, irrespective 
f seniority, for filling posts necessary for 
idvising trainmen of altered turns. Any 
ible-bodied men displaced will be dealt 


accordance with agreed redundancy 


procedure, 

Lodging Turns: An understanding has 
seen reached which will reduce wastage 
of inpower and result in improved 
transits. This is, however, a complicated 





prob‘em which cannot be quickly resolved 
ts entirety. 
| guards : Steps taken to 
give effect to the formula for van guard 
emp.oyment in London previously agreed 
vith the N.U.R., and 100 guards 
mediately affected. Further savings of 
in guards in London will be made by 


are to be 


are 


ipy tion of the formula as schemes for 
re-organisation of cartage work progress. 
The Committee has been supplied with 
sarticulars of guards and non-statutory 


ittendants now employed in the provinces, 
the withdrawal of whom is proposed by 
the Railway Executive. These proposals 
ire now being examined. 

Curtage of Parcels in London: An 
examination is being held jointly with staff 
entatives into the difficulties 
encountered in providing a more secure 
and efficient cartage service for parcels be- 


repre 


tween London stations. 
Railway Wages 
The General Secretary of the N.U.R 
Mr. J. B. Figgins, writing in The Railway 


Re of June 8, suggests that increased 
wages are the only solution to the diffi- 
culty of attracting recruits to the railway 
service. He claims that the recently agreed 
odging and transfer allowances will not 


suffic ‘IT trust that the railway trade 
unions.” says Mr. Figgins, “will learn 
from experience and appreciate the urgent 
necessity of agreeing to submit a common 


application for wage and salary advances, 
so that the press will no longer be able to 
refer to the division between the unions 
and cause confusion in the mind of the 
public regarding a justifiable and reason- 
claim submitted on behalf of all 
grades.” 

This statement follows on the demands 
of members of the T.S.S.A. for increased 


hI 
adie 


pay and improved conditions of service 
made at their annual conference, reported 
in our last week’s issue. Others who seem 


to be joining in the new round of wage 
claims include electricians, and the engi- 
neers are expected to put forward demands 
for « further increase of £1 a week. 
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Mr. Figgins has told N.U.R. members 
that the concessions obtained by direct 
negotiations with the Railway Executive 
last February after rejection of the court 
of inquiry recommendations, were too late 
to arrest the decline in staff. Since then 
it is claimed that wage concessions to 
workers in outside industry have increased 
still further the gap between railway wages 
and those in other industries. 


Parliamentary Notes 
British Railways Inquiry 

The following motion has been handed 
in for discussion in the House of Commons 
at an early date: That this House notes 
with concern the failure of British Rail- 
ways to implement their promise to begin 
a summer train service on June 18; 
deplores the consequent inconvenience 
and the public 


caused to holiday resorts 


and the waste of money in advertising 
services which are not forthcoming, and 
calls upon H.M. Government to institute 


an immediate inquiry into the causes of 


this failure and the administration of 
British Railways.” 

Ihe supporters of the motion § are 
Messrs. Geoffrey Wilson (Truro), W. F. 


Deedes (Ashford), S. J. McAdden (East 
Southend), R. F. Crouch (North Dorset), 
Sir John Mellor (Sutton Coldfield), Captain 


Sir Peter Macdonald (Isle of Wight), Mr. 
J. Baker White (Canterbury), Major 
E. M. Cooper-Key (Hastings), Major 
Charles Taylor (Eastbourne), and Mr. 


Geoffrey Hirst (Shipley), all Conservatives 


Summer Train Services 
The following motion has also been 
handed in for discussion in the Commons: 
That this House views with concern the 


postponement of the projected summer 
train service, and requests H.M. Govern- 
ment, im view of the importance of 


holidays to all sections of the community, 
to do everything possible to ensure an 
adequate service to holiday resorts at the 


earliest moment.” 


The supporters of the motion are 
Messrs. Edward Evans (Lowestoft—Lab.), 
W. Teeling (Pavilion, Brighton—C.), E. G. 
Gooch (North Norfolk—Lab.), E, Carson 
(Isle of Thanet—C.), F. H. Hayman 
(Falmouth & Camborne—Lab.), Sir lan 
Fraser (Morecambe & Lonsdale—C.), Mr. 
J. Baker White (Canterbury—C.), Major 
Charles Taylor (Eastbourne—C.), and Sir 


Harold Roper (North Cornwall—C.). 


British Transport Commission Bill 
The British Transport Commission Bill 
was given a second reading in the House of 
Lords on May 29. 
Petitions against the bill have been de- 
posited by a number of local authorities 


The following have been elected by the 
House of Lords to form the Select Com- 
mittee for the consideration of the British 
lransport Commission Bill: Lord Merthyr, 
Chairman; Earl of Hardwicke: Lord 
Hampton; Lord Dorchester; and Lord 
Douglas of Barloch. The Committee will 
meet on June 26. 


CLOSING OF STATIONS: EASTERN REGION. 
The Eastern Region of British Railways an- 
nounces that as from July 2 Bingham 
Road Station will be closed. Facilities for 
passengers and parcels will continue to be 
available at the station. 
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Contracts & Tenders 


The Pakistan Government has recently 


placed the following contract with the 
American Locomotive Company:— 
Nine 1,600 h.p. diesel-electric shunting 


locomotives 
Fouricen 1,600 h.p. diesel-electric passenger 
locomotives. ; 


S. A. La Brugeoise et Nicaise & Delcuve, 
Belgium, has received from the New South 
Wales Government Railways, an order for 
ten ventilated covered wagons and for 80 
bodies for ordinary covered wagons. 

Waggonfabrik 


Talbot, A.G.. Aachen, is 


delivering 20 large four-wheel hopper cars 
to the Dutch State Mines in Limburg, 
Holland. 


The following contracts have recently 
been placed by British Railways, London 
Midland Region: 


Barford Joinery Mills Limited, Birmingham: 
econstruction of the roof and resurfacing of 
the deck in the empties shed at Birmingham 


Lawley Street Goods Station 
Industrial Engineering Limited, London, 
W.1 temporary repairs, with Masticon to 


part of the roof glazing of Carlisle Station. 

British Challenge Glazing Company, Lon- 
don, E.5: patent roof glazing repairs to the 
sawmill, toolroom and accumulator house at 
Wolverton Carriage & Wagon Works. 

Melntyre & Sons Ltd., Liverpool: supply 
and erecuion of steelwork for the re-roofing of 
the special road vehicle shop and iron stores 
at Earlestown Wagon Shop. 


The Special Register Information Service 
of the Board of Trade Commercial Rela- 
tions & Exports Department recently stated 
that the United Kingdom Senior Trade 
Commissioner in Pakistan has_ reported 
that the Government of Pakistan, Ministry 
of Communications (Railway Division), 
has issued a call for tenders for the supply 
of 200 broad gauge (5 ft. 6 in.) dismantled 
covered cattle wagons. The wagons are to 
be “CMR” type, complete with under- 
frame, vacuum brake fittings, drawgear, 
buffing gear and painted to P.R.S. Specifica- 
tion No. R-6-49 and the particular specifi- 
cations and drawings referred to therein. 
All these wagons are to be delivered dis- 
mantled to N.W.R.. F.O.R. Karachi. 

Copies of the tender documents and par- 
ticular specifications can be obtained from 
the Office of the Director General, Rail- 
ways, Railway Division, Ministry of Com- 
munications, on payment of Rs. 40 for each 
set. Tenders must reach the Office of the 
Director, Mechanical Engineering & Stores, 
Railway Division, Ministry of Com- 
munications, Government of Pakistan, 
Karachi. by 11 a.m. on July 20. 


INDICATING RELAY FOR POWER CiRcuITS. 

A new relay has been introduced by the 
General Electric Co. Ltd. to permit rapid 
location of a power circuit or piece of 
equipment affected by a fault. The relay, 
on being energised by the operation of the 
normal protective equipment when a fault 
occurs, displays a coloured flag in a window 
at the front of the assembly. A simple 
modification enables the instrument to be 
adapted so as to release either when its 
coil is de-energised, or only when the flag 


indicator has been re-set by hand. The 
relays may be mounted in groups and 
labelled individually according to the 
circuits, apparatus, or class of fault to 


which they refer. 
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Notes and News 


Junior Assistant Sectional Engineer Re- 
quired.—A junior assistant sectional or 
sectional engineer is required for a British 
railway company operating in Chile and 
Bolivia. See Official Notices on page 683. 


Peruvian Corporation Limited.—Applica- 
tions are invited for the posts of accoun- 


tants, between 25 and 30 years of age 
required for British-owned railways in 
South America. See Official Notices on 


page 683. 


Potteries Motor Traction Co, Ltd. Acqui- 


Sition.—The Potteries Motor Traction Co. 
Ltd. announces that it has acquired the 
Share capital of two more companies 


and around Stoke-on-Trent 
Stoke-on-Trent Motors Limited 
lilstone & Son Ltd. 


operating in 
They are 
and Thos. 


Norwegian Workshops Destroyed by Fire. 


It is reported that the Norwegian State 
Railways workshops in Trondheim were 
burned to the ground on June 6. The total 


loss was estimated at Kr. 6.000.000 
(£300,000 sterling). The fire started in the 
engine room and was thought to have been 
caused by sparks from an exhaust pipe 
near the roof 


Scottish Region Special Excursion Traffic. 


Saturday. June 9, proved one of the 
heaviest days of the season in the Scottish 
Region for works parties and other special 
excursions at stations in Glasgow, Lan- 
arkshire. and the West of Scotland. No 
fewer than 65 special trains carried 22,000 
adults and 25.000 children to Clyde and 
Ayrshire coast resorts and to othet parts 
of Scotland. 

Canadian Pacific Dividend.—1The directors 


of the Canadian Pacific Railway Company 
have declared an interim dividend of 75 
cents per $25 ordinary stock on account 


of 1951. This is equivalent to 3 per cent 
Holders of ordinary stock are informed 
that 25 cents of the dividend was attribut- 

and the remaining 


ible to railway earnings 
SO cents to income from other sources. A 


year ago the interim of 50 cents per ordi 
nary stock was attributable solely — to 
income from other sources 

Pullman Incorporated Annual Report.— 
The report of Pullman Incorporated for 
1950 shows consolidated net income of 
$9,842,262 or $449 per share. compared 
with $5.496.834. or $242 per share in 
1949. Dividends totalling $4 per share 


The number of freight wagons 
1950 was 39,946. and of passen- 
those delivered were 8.830 

The number of 
at the close of the 
31.848. and. of 


were paid. 
ordered in 
ger coaches. 76: 
and SOI respectively. 
freight wagons on order 
year under review was 
passenger coaches. 76. ? 
Lime Street Station Improvement Scheme. 
Liverpool] is to have a modernised con- 
course at Lime Street Station complete 
with concealed lighting, glass-fronted book- 
ing office, modern refreshment room. shop- 
ping facilities. and so on. The new face 
of the concourse will be finished in blue- 
grey tiles. All the present structures on 
the existing concourse will be removed and 
the three existing booking offices concen 
trated in a central office. Enquiry and 
reservation offices will be remodelled and 
the heating and lighting of the station 
modernised Telephone kiosks will be 
grouped at one point and toilets will be 
built beneath ground level. The alterations 
have been planned to give more conveni- 
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ent access and better circulation in the con- 
course. New standard direction signs will 
be erected, and a new departure indicator 
opposite the booking office will give 
quickly read details of trains. The 
London Midland Region will spend over 
£50,000 on this scheme, 


One Class Travel in Hungary.—It is re- 
ported that the Hungarian State Railways 
abolished the distinction of first. second. 
and third classes on May 19, Three classes 
are being maintained only on international 
trains. 


United States Railways Income.—Accord- 


ing to the Association of American Rail- 
roads, the major U.S.A. railways had an 
estimated net income during April of 
$45,000,000, an increase of $5,000,000 on 
the same month in 1950. For the four 
months ended April. the carriers had an 
estimated net income of $147,000,000. 
against $95.000.000 in the same period in 
1950. 

Railway Staff Recruitment Posters.— With 
the object of encouraging young men to 
join various branches of the railway ser- 
vice British Railways have issued a series 
of three-colour posters calling attention to 
the vacancies which now exist. The illus- 
trations show locomotive drivers and fire- 
men and permanent way men at work. 
These posters were prepared by the Public 
Relations & Publicity Department of the 


London Midland Region and are being dis 


played in all Regions é 
Central Argentine Railway Mieeting.—A 
general meeting of the members of the 
Central Argentine Railway Limited will 
held at River Plate House. 12-13, South 
Place, E.C.2, on June 28, at 11.20 a.m., 
for the purpose of having an account laid 
before the meeting showing the manner in 


nas 


which the 


winding up been conducted 
during the l 


third vear of liquidation ended 


Apri] 1. 1951, and of hearing any explana- 
tions that may be given by the liqui- 
dators: and for fixing the remuneration ot 


the liquidators for the period covered by 


the account 
G.N.RAL.) = Discussions Continue.—The 
Northern Ireland Minister of Finance has 


stated sed perhaps 
that the 


would be 


that he hoy although 
it might be too much to hope 
shareholders of the G.N.R.(I.) 
with the final setthkement when it 
came. Discussions were still being con- 
tinued with the company to ensure that 
the railway services might continue while 
the general question was being further ex- 
imined. Certain correspondence had taken 


satisfied 


place with the company. and he believed 
that the outcome would prove satisfactory 
to all concerned. Cross-border traffic had 
been «a considerable complication in the 
negotiations and another was the General 
Election in Eire 


& Nettlefolds Limited.—The 
accounts of Guest Keen & Nettlefolds 
Limited for the year ended December 30. 
1950. show that group surplus on trading 
was £7,682.098. against £6.237.465 for 1949, 
representing an increase of £1.444,633. 
Dividends from scheduled — subsidiaries 
totalled £679.413. compared with £504,643, 
and from associated companies £115,316 
as in 1949. Other income amounted to 
£85,462, against £89.431, making a total of 
£8,562,289, against £6.946.855 in the pre- 
vious year. An amount of £18,537,774 in 
Iron & Steel stock has been received in 
respect of subsidiaries and associated com- 
panies transferred to public ownership on 


Guest Keen 
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February 15. Expenditure on devel 


ne 
schemes at home and abroad has . pr 
received sanction to the extent of 
£12,000,000, and the present pronounced 
inflationary tendency will inevitably cause 
an increase in this figure. Total assets 
stand at £55,481.446 against £52,090, 60 jp 


1949, 


Scammell Lorries Limited.—The net profit 


of Scammell Lorries Limited amounted to 
£112,831 in 1950 after payment tax, 
This compares with £96,477 last yea The 
dividend recommended is 10 per cent. 
against 12} per cent., and the rry- 
forward is £51,137. Taxes a sed 
£139.955 in 1950 


Rolling Stock Manufacture in Mexico. 


A sum of 40,000,000 — pesos out 
$4,500,000) is to be spent on t! Son- 
struction and equipment of a pk for 
coach and wagon construction in Mexico 
\ decision ts to be made at once the 
site. Reports that a loan has been ght 
from the United States. to finance the 
building and equipment. have not en 
verified officially 

Indian Strike Threat.—It is reported from 


New Delhi that talks with the Indian ¢ 


ernment to avert a threatened strike of 
nearly 1.000.000 railway workers ive 
failed. The strike ballot now being held 
all over the country by the All-India Rail 
waymen’s Federation will continue. The 


results, to be announced on June 20 


be considered by the General Counc! of 
the Federation on July 6. 

British Railways Diesel-Electric Locomo- 
tive Trials—The down “ Royal Scot” left 
Euston at 10 a.m. on June 6 hauled for 
the first time by a single diesel-electric 
locomotive. Hitherto, the “ Royal S 
has been worked by two diesel-electric 
locomotives—Nos. 10000 and 10001 nd 
if the present trials show that one unit is 
able to handle the load adequately both 


ked 


the up and down expresses will be wo 
in this way. 


Mobile Railway Inquiry Office for North 
Wales.—During this summer _ holiday 
makers at camps in North Wales will has 


= @ 


a rail inquiry and booking office brough 
to them so that however remote they are 
from the railway they will be able to find 


out all they want to know about trave 
This mobile bureau of the London Mid 
land Region of British Railways will call 
at a regular time each week at all holiday 
camps in North Wales. Campers will be 
able to book rail tickets for all 
tions. 


destina- 


B.E.T. Omnibus Services Limited.— | he 
report for the year ended March 31. 1951 
of B.E.T. Omnibus Services Limited shows 
a profit of £401, .760, which, added to 
makes a total 
of £523,980. After transference to general 
reserve of £150,000, £373,980 remains 
available for appropriation. The directors 
recommend that it be applied as divi- 
dends of 10 per cent. on the cumulative 
preference shares and 12 per cent. on the 
ordinary shares. There will remain a 
balance of £128,605 to be carried forward. 


The British Iron 
et ide two fil ns. 


Scrap Campaign Films. 
& Steel Federation has 
one a cartoon entitled “ River of Stee 

on steel production, and the other. * “Speed 
the Scrap.” intended for showing to the 
industry and municipalities. The steel 
scrap campaign, launched in January, 1s 
planned to continue into 1952, and _ the 
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EXUVIAN CORPORATION LIMITED.—Re- 
juired for British-owned Railways in South 
America, Accountants aged 25-30 Knowledge of 
railway accountancy and of Spanish advantageous: 
experience of staff management an advantage; three 
yea contract, renewable: liberal leave, passage paid 
Sa according to experience Apply to the Secre- 
tary. PERUVIAN CORPORATION LIMITED, 144, Leaden- 


hall Street, London, E.C.3 


THE RAILWAY GAZETTE 


OFFICIAL NOTICES 


Ww! buy used or unserviceable Steel Files at good 
Prices, in lots of 2 cwts. or more.—THos. W 
Warp Limirep, T.S. Dept., Albion Works, Sheffield 


MECHANICAL ENGINEER, M.I.Loco.E., 19 
‘, years experience British railways, Latin America, 
steam and diesel traction, speaks Spanish and French, 
available for technical and/or executive position in 
any country Apply Box 95, The Railway Gazette 
33, Tothill Street, London, S.W.1. 
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J UNIOR Traffic Officials with railway traffic appren- 
ticeship experience. Age about 25, single, re- 
quired for service on railways in Peru and Bolivia. 
Apply to the Secretary of THE PERUVIAN CORPORATION 
LIMITED, 144, Leadenhall Street, London, E.C.3. 


RALLWAY 
work of the 
International 


ASSOCIATIONS. 
various associations 
traffic, principally on 


[NT RNATIONAL 
Notes on the 


concerned with 








J! STOR Assistant Sectional Engineer or Sectional the European Continent. 2s. By post 2s. 2d. The 
. igineer required for British Railway Company Railway Gazette, 33. Tothi]l Street, London, S.W.1. 
ye 1g Chile and _ Bolivia Candidates should THE PERUVIAN CORPORATION LIMITED - 

have passed Sections (a) and (b) of Institute of Civil Assistant to Chief of Traction, Peruvian Rail- 

En ers examination and have had some experi- ways; age 26/35. Qualifications: Apprenticeship with R AILWAY SIGNALLING AND COMMUNICA- 
en 1 Maintenance and construction of track work, steam locomotive builders or main-line railway work- TLONS INSTALLATION AND MAINTEN- 
! s and buildings Commencing salary £600 shops, main experience with a locomotive running ANCE \ practical guide, especially intended to 
£g00 p.a., according to qualifications and experience department Knowledge of diesel power an asset help Signal Inspectors, Installers, Fitters, Linesmen, 
Fr juarters, passages, allowances, etc., provided Higher National Certificate for Mechanical Engineer- Draughtsmen, and all concerned with installing and 
Ap ations with full particulars of qualifications ing or graduate of Institute of Mechanical Engineers maintaining Signal, Telegraph, and Telephone Equip- 
a xperience and copies of any testimonials held \ knowledge of Spanish an advantage Apply to the ment 416 pp. Many illustrations. Cloth. 8s. By 
t sent to Box 4985, co CHARLES BARKER & SONS Secretary of the PERUVIAN CORPORATION LIMITED post 8s. 6d. The Railway Gazette, 33, Tothill Street, 

31, Budge Row, London, E.C.4 144, Leadenhall Street, London, E.C.3 London, S.W.1 
indications are that the 10,000 tons a week Clyde shipping services. Mr. Elliot con- cumulative preference shares, and a divi- 


looked for in addition to the 157,500 a 
week from home scrap in the absence of 
a special drive. are being contributed. So 
the greatest contribution has come 
steelworks and sources; it is 
hoped that other sources, particularly from 


fy 
f ] 


allied 


farms and households, will be progres- 
sively tapped 
Increase in’ Nickel Prices.—The Inter 


national Nickel Co. of Canada Ltd., and its 
issociated company, the Mond Nickel Co. 
Lt announce that. as a result of the con 


siderable and continued rise in costs, their 
srices for nickel have been increased as 
from June 1 The Mond Nickel Co. Ltd 
s raising its price for refined nickel in the 
United Kingdom to £454 a ton delivered at 
works 


Turner & Newall Limited.—The directors 
* Turner & Newall Limited decided at a 

nt meeting to declare an interim 
dividend for vear ending September 30. 


1951. on the issued ordinary stock at 5 pet 


the 


ce actual. less income tax. The rate is 
yxeing increased to reduce the disparity 
between the interim and final dividends on 
the ordinary stock. 

French Railways Tourist Tickets.—The 


French National Railways are issuing, as 
an experiment. tourist tickets, available 
two months. for return or circular jour 
neys in France with 20 per cent. reduction 
yn ordinary fares for return or circular 
journeys of at least 1.500 km., and 30 per 
cent. reduction on ordinary fares for return 
or circular journeys of at 2,000 km. 

irn included) They can be used for 
return transit journeys across France pro- 
vided the holder spends at least five days 
in France on the outward journey, and foi 

itinerary. provided it brings the pas 
senger back to his starting point. Passen- 
gers from outside France may enter by 
ne port or frontier station and leave by 


feast 


inotner 


Mr. John Elliot Visits Scotland —Mr. John 
Elliot. Chairman of the Railway Executive, 
this week has paid a three-day visit to 
Scotland in the course of which he met 
and industrial leaders in Glasgow 
ind Edinburgh, inspected various railway 
ines and installations, and held discussions 
with officers of the Scottish Region of 
British Railways. Accompanied by three 
other members of the Railway Executive. 
Mr. V. M. Barrington-Ward. Mr. David 
Blee. and Mr. J. C. L. Train, Mr. Elliot 
arrived in Glasgow on Monday morning 
In company with Mr. T. F. Cameron, Chief 
Regional Officer, the party toured the 
Aberfoyle branch line, later inspecting 


CIVIC 


cluded his tour on June 13 and on the 
return journey from Edinburgh to Kings 
Cross took the opportunity of inspecting 
the new engineering works carried out on 
the East Coast main line as repairs to the 
flood damage sustained in 1948. 


British Rathways Coal and Steel Carryings. 

During the weekend ended June II 
British Railways cleared 234,700 tons of 
coal from deep-mined pits and open-cast 
sites: this makes a total of 3.091.710 tons 
for the week. The latest figures for iron 
and steel show that 203,036 tons were con- 
veyed during the week ended June 2? from 


the principal steelworks. 

Permanent Way Institution, London Sec- 
tion—The London Section of the Perma- 
nent Way Institution is visiting railway 
installations and other features at York 
during the weekend June 30-July 1. The 


party will leave Kings Cross at about 9.40 
am. on June 30, and after lunch will visit 
the Railway Museum. Minster, and Castle 
Museum. For members staying in York 
the following day the York Section is 
making arrangements for a meeting or 
visit on the Saturday evening. On July | 
there will be a visit to York Station signal- 
box and a river trip to Bishopthorpe, and 
members will subsequently return to 
London 


Level Crossing Accident in Brazil.——Fifty 
one persons are known to have been killed 
and more than 100 injured when an elec- 
tric suburban train travelling at high speed 
ran into a petrol tank lorry which had 
stalled on a level crossing at Novaiguassu, 
Central Railway of Brazil, on the outskirts 
of Rio de Janeiro on June An explo- 
sion, which was heard several miles away, 
brought down the overhead cables and up- 
rooted a section of the lines. disrupting 
traffic into Rio: flaming petrol was 
sprayed over a wide area. The train of six 
coaches was crowded, mostly with work- 
men. Ali the passengers in the first coach 
are reported to have been killed. Flames 
spread rapidly to other coaches. 


Birmingham & Midland Motor Omnibus 
Co. Ltd.—The report of the Birmingham 
& Midland Motor Omnibus Co. Ltd. for 
the year ended October 31, 1950. shows a 
balance revresenting the net vrofit of the 
company, including the results of its sub- 
sidiary companies, as £609,171, compared 


with £850,692 for the previous year. After 
addition of the balance brought forward 
there is a total of £987,497. The total 


available for distribution is £612,497, and 
the directors recommend that it should be 
applied as dividend on the 8 per cent. 


cent. on the ordinary 
£376.797 will be 


dend of 25 per 
snares A balance of 
carried forward. 


British Timken Limited.—The directors of 
British Timken Limited propose a divi- 
dend of 20 per cent., less tax, for 1950, 
against 15 per cent. last year. The group 
profit of £295,671 compares with £313,300 
ifter allowing for taxation of £419,007. 
General reserve receives £200,000, leaving 
the parent company to carry forward 
£108,571. as compared with £113,247 
brought in. 


Permutit Co. Ltd.: Financial Results. — 
The Permutit Co. Ltd.. makers of water 
softening plant, recommend a dividend of 
17} per cent. for 1950 on the £200,000 
ordinary shares. For the previous year a 
dividend of 10 per cent. and a bonus of 
25 per cent. were paid. Profit for the 
year, after taxation of £97,000, amounts 
to £76,500, against £69,200. General 
reserve receives £50.000 and carry- 
forward is £66,240. 


the 


Potteries Motor Traction Co. Ltd.—The 
directors of the Potteries Motor Traction 
Co. Ltd. recommend a first and final ordi- 
nary dividend for 1950 of 5 per cent. 
(1949: interim 6 per cent. final 9 per cent., 


plus 5 per cent. bonus). After charging 
£76,937, against £65,433. for depreciation, 
the net profit for the year was £15,689, 


against £106.374. As in 1949, there is no 
liability for income tax by reason of statu- 


tory allowances on new rolling stock. The 
reduction in net profit is stated to be 
mainly due to a contraction in revenue 


and the doubling of fuel tax. 


Savings Groups at Eastleigh Works.—At 


the Eastleigh works of British Railways 
the development of National Savings 
Schemes has been encouraged for some 


years, and it has always been the policy 
for the men to be allowed to run their own 
groups and clubs. Savings at Eastleigh 
totalled more than £10,780 in the six 
months ended March 31 last. There are 
in active operation at the present time ten 
Scheme | groups, three Scheme 8 groups, 
and 33 savings clubs, all operating through 
the Post Office Savings Bank. Total mem 
bership recorded at the March, 1951, half- 
vearly returns was 1.916. out of a poten- 
tial of approximately 3,500. 


Stewarts and Lloyds Limited.—Assets of 
Stewarts and Lloyds Limited expanded in 
1950 by £3,572.143 to £36,274,623, and the 
net working capital increased by £2,762,773 
to £16,375,539 in the same period. Un- 
taxed group profits increased by about 








684 
11 per cent. at £8,648,662, although the 
actual gain of £844,668 was offset by the 


rise of £840,691 in the tax provision. A 
high rate of production was maintained in 
all departments and the production of steel 
tubes and Stanton spun-iron pipes were 
record figures. Steel production at 
1,127,300 tons passed the 1,000,000 ton 
mark for the first time. Deliveries of steel 
tubes, also a record, amounted to 443.000 
tons sold in the home trade, and 306,000 
tons in the export trade. Earnings in terms 
of dollars amounted to over £4.000,000. 


Costa Rica Railway Company.—The direc- 
tors of the Costa Rica Railway Company 
announce that owing to the high cost of 
rehabilitating the line after the serious 
slides this year and the previous floods, the 
subsidiary company has not been able to 
remit any funds on account of rental in the 
current financial year, and the half-yea 
payment of interest due on July 1 on the 
6} per cent. first mortgage debentures 


cannot be met. 

North Central Wagon & Finance Co. Ltd. 
—An increase in group profit from 
£204,843 to £327,186 for 1950 is shown 
in the preliminary statement of the North 
Central Wagon & Finance Co. Ltd. The 
stock dividend on the £375,000 ordinary 
is maintained at 5 per cent., less tax. A 
special distribution of 74 per cent., tax 
free, was paid last month out of realised 
accretions to capital: against 5 per cent., 
tax free. in the previous year, 


Ribble Motor Services Limited.—The direc- 
tors of Ribble Motor Services Limited 
recommend a final ordinary dividend of 
10 per cent., plus a bonus of 5 per cent., 
making 25 per cent. for the year ended 
March 31 last, which is the same as before. 
Group profits. after allowing £49,027 for 
tax. were £330,611, £329,856 of which 
represented the net profit of the parent 
company. The board places £159,600, 
against £350,000. to general reserve, carry- 
ing forward £254,384 as compared with 
£251,778. 


Scottish Region Stations to be Closed.— 
As from June 18. passenger train services 
will be withdrawn from Plains Station on 
the Airdrie-Bathgate line of the Scottish 
Region. when passengers for Plains will be 
booked to Airdrie from which point a bus 
service is available. Parcels and miscel- 
laneous traffic will be collected and 
delivered by road motor’ based on 
Caldercruix. There will be no alteration 
in the arrangements for dealing with 
freight train traffic. Ratho Station also 
will be closed to passenger traffic from the 


same date. Parcels and miscellaneous 
traffic will continue to be dealt with at 
Ratho and will be conveyed by road 
J . 
Forthcoming Meetings 
June 16 (Sat.)—Railway Correspondence 
& Travel Society, Nottingham Area 
tour, starting from Nottingham 


Victoria at 2 p.m. 
20 (Wed.).—Permanent Way Institu- 
tion, Manchester & Liver pool Section, 
visit to James Mills Limited. Bred- 
bury, at 7 p.m. 
June 22 (Fri.).—British 
tion, Golden Jubilee. Conversazione 
at the Natural History Museum, 
South Kensington, London. Reception 
at 7.30 p.m. 

June 23 (Sat.).—Irish 
Society, visit to 
branch, G.N.R.(I.) 


June 


Standards Institu- 


Railway Record 
Drogheda-Oldecastle 
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Railway Stock Market 


Although buying has been less aggres- 
sive than recently, gains have predominated 
in most sections of the stock markets, 
where sentiment was helped by a rally in 
British Funds which at one time took 33 
per cent, War Loan up to 89. Dividend 
announcements continued 


to stimulate in- 
dustrials. Imperial Chemical, Vickers, 
Courtaulds. Dunlop Rubber and Guest 
Keen are among the leading firms which 
have increased their dividends, while those 
which the market assumes may also raise 
their payments include General Electric, 
William Cory, Powell Duffryn, T. W. Ward, 
and John Brown. The dividend increases 
are very small in relation to earnings and 
the bulk of net profits is added to reserves. 
Despite the uptrend in costs and shortages 
of materials, the market is in an optimistic 


mood, and is already talking of the pros- 
pect of further dividend increases next 
year, 

There was a fair business reported in 
foreign rails. Antofagasta were again 
prominent; although earlier gains attracted 





profit-taking which brought the ordinary 
stock back to 9 and the preference to 59} 
Canadian Pacifics were active up to close 
on $54 following the raising of the interim 
dividend from 2 per cent. to 3 per cent. 
which has aroused market hopes that the 
total may be increased from 6 per cent. to 
at least 8 per cent. The directors point 
out that 25 cents of the 75 cents now de- 
clared as an interim dividend on the $25 
ordinary stock arose from railway earnings 


and the balance from other sources. A yeat 
ago the whole of the interim of 50 cents 
was attributed entirely to income from 
other sources. 


Brazilian rail stocks have been less active 
although it is felt that now no 
reason to believe that shortage of sterling 
continued delay in 


there is 


can account for the 
payment of take-over money for the rail- 
ways. Leopoldina stocks tn fact continue 


estimated pay-out 
has changed hands 
eased to 264. 
and the 6! 


Leopoldina 
92} ; 


to be quoted below thet 
levels. The ordinary 
around 103, the preference 
the 4 per cent. debentures to 94, 
per cent. debentures to 1403 

Terminal 5 per cent. debentures were 
and the ordinary units Is, 3d. Speculative 


activity lessened in Manila Rails, the * A’ 
debentures easing to 74, while the 5 per 
cent. preference were 7s. 6d. Brazil Rail 


bonds were quoted at 90s. San Paulo 10s. 
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units strengthened to 15s. 14d. United of 
Havana stocks encountered some s ng 
which put the 1906 debentures back tu 1g 
Nitrate Rails were 22s. 6d. and Tu ital 


7s, 103d. La Guaira ordinary was 85 And 


Bolivar “C” debentures 58. Ch tian 
Northern 5 per cent. debentures changed 
hands around 423, Guayaquil & Qi 5 
per cent. bonds at $30, and White $s 
Yukon 6 per cent. debentures at 87. | ch 
railway sterling bonds were steady 


Midi at 914 and Seine at 102. 

Road transport shares have been st Vv, 
financial results for 1950 being regarded as 
representing a good achievement, alt at 
it is recognised that in the current year the 
downtrend in earnings has been re 
marked and that the aesithaa will ha 
be adjusted by higher fares. Southdo 


102s. 6d. have remained steady in sa ( 
tion with the results, West Riding 4 ere 
53s., Lancashire Transport 61s. 3d., Devon 
General marked 6;6, and Maidston« d 
District 63 per cent. preference were 22s 
B. E. T. deferred stock rallied to £550 on 
higher dividend hopes. 

Engineering shares showed some od 


features with Guest Keen at 62s., Babcock 
& Wilcox 82s. 9d., B.S.A. 44s. 9d., and 
T. W. Ward 77s, 6d. John Brown rx 

52s. 6d. on talk that the dividend may be 
raised from 6} per cent. to 74 
tax free. Vickers firmed up to 53s. i}d 
after easing on the statement at the annual 
meeting that expansion in business wil! 

necessarily mean higher profits. Some 

must elapse before there is a decision as to 


per « 


how compensation for English Steel 
nationalisation is to be dealt with. Ay 
from the likelihood that negotiations 


hiving off certain English Steel assets wi 
take some time there is the possibility « 
change of Government and the en 
nationalisation. 

Locomotive building and kindred shires 
tended to attract more attention in the 1 
ket where it is being pointed out that ¢ 
ings of most companies last year were 
in excess of the dividends paid and t 
there may be prospects of higher dividends 
in future. 

Hurst Glasg 
hands 

Peacock 


Nelson were 59s. at 
Birmingham Carriage changed 
the higher level of 40s., Beyer 
were 35s. I14d.. Vulcan Foundry 3ls. ¢ 
and North’ British Locomotive 20s 
Gloucester Wagon changed hands around 
17s.. Wagon Repairs Ss. shares were 
15s. 104d., and Charles Roberts 100s 


Traffic Table of Overseas and Foreign Railways 


7 a r fj s at 
Traffics for week 3 | i ik sit m 
Rail Miles Week bs Total 
rey open ended om Inc. or dec. a Increase c 
this year compared | $ | 1950/51 re 
« £ f 
LY “Antofagasta gil 1.6.51 154.240 91,960 22 2.410.540 1.050.050 
@ Costa Rica 28! Apr., 1951 ¢773,399 c79,560 43 c9,611 880 cl,162.45 
© | Dorada 70 Apr., !951 33.926 5.369 I7 142.034 23,73 
ss Inter. Cel. Amer. 794 Apr., 195] $871.08] $181.452 17 $4.624.190 — $206 998 
5 } Paraguay Cent 274 1.6.51 7 267.700 $32424 48 £10 032,299 7 2.741.986 
O \ Peru Corp. 1,050 May, {951 $7.824 000 $1,150000 48 $84.221 000 + S19 886.942 
x (Bolivian 66 May, 1951 Bs. 17,879,000 + Bs.8,708,000 48 Bs. 144,382,000 + Bs. 37,699,336 
© Section) 
S | Salvador : 100 Apr., 1951 166 000 c18090 43 c1,729,000 cl05 000 
& \Taltal ‘ 154 May, 1951 $2,256,051 $685,126 48 $18,869,332 $3,218,865 
a ( 
% | Canadian Nationalt+ 23,473 Apr., 1951 16,818,000 2,159,000 17 64,458,000 10,909,000 
5) Canadian Pacifict... 17,037 Apr., 1951 — 11,648,000 1,721,000 17 44,384,000 6,731 ,000 
a 
Barsi Light* ‘a 167 Apr., 1951 50 227 16,440 4 50.227 + 16,440 
4 | Egyptian Delta... 607 (0.4.51 17513 267 | 4 7513 |— 267 
© J Gold Coast ~~ 536 Mar., 1951 288 386 29,182 52 3,141271 (+ 333,187 
& Mid. of W. Australia 277 Mar., 1951 41.113 7.335 39 357.497 + 81.623 
> | South Africa ons | Sue 12.5.5] 1,922,745 316 307 6 11,358,909 2,096,654 
Victoria 4,744 Feb., 1951 1,739,845 87.111 35 - — 


* Receipts are calculated at Is. 6d. to the rupee 


+ Calculated at $3 to fl 





